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The new ‘1600’ is on the move! 
More Go!—More Stop! High spirited new horses champin’ at the bit... rugged 
new disc brakes to keep ‘em in hand! Sports roadsters, sports coupes ... wire or 


disc wheels .. . eye poppin’ new colors... . Twelve months’ warranty! That's the new 
MGA ‘1600’... available for a test-drive at BMC dealers from coast to coast. 


Free literature and overseas delivery information on request. 


A product of THE BRITISH MOTOR CORPORATION, LTD., makers of Austin-Healey, Austin, MG, Magnette, Morris and Riley cars. 
Represented in the United States by HAMBRO AUTOMOTIVE CORP.,Dept. SCi, 27'w. S7th St., New York 19, N. Y. 


Solid and serviced by a nationwide network of distributors and dealers. 
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... The TEXTBOOK of MOTOR RACING Says FANGIO 


PUES with every purchase of 


$25.00 


or OVER 


FREE 


The TECHNIQUE of MOTOR RACING 


by PIERO TARUFFI 


Foreword by Juan Manuel Fangio, five times World 
Champion, Fangio writes: "Many books have been 
written about motor racing, each helping in some 
way to increase the appreciation of what I consider to 
be the greatest sport in the world. But all these books 
have been directed at the general public; this is the first 
I have seen that has been written for the drivers them- 
selves — an actual text-book on motor racing. I am glad 
that it should have been by Piero Taruffi— at one time 
or another my team mate, co-driver, or rival, but always 
friend. 1! do not think anyone is better qualified to write 
such a book, for he has not only the trained mathe- 
matician’s approach but the experience of years from 
which to draw his conclusions. 

“I have had the advantage of seeing him ‘at work’ 
perhaps more than any other single person. . 


“In years of experience I think he beats us all — from his first win, in 1923 to his final 
ictory for Ferrari in the 1957 Mille Miglia; it was always his ambition to win this event, one of 


he great, Open road races that are no more. 


The value of these years of experience when 


d on to the younger generation is tremendous — but it is rare that the hand that holds the 
teering Wheel can do equal justice to the pen. Taruffi is fortunate in having both these gifts; 
is assessment of the qualities necessary for success is the best I have seen, and he is 
ight in putting enthusiasm first. Without it, the other qualities, however great, are valueless. 


Just Published $8.50 


Position: The Seat, At the Wheel, Accessibility of the 
Controls and View of the Road; 4. The Start, Shifting 
Up, Driving on the Straight; 5. Slowing Down, Braking, 
Braking Distances, Changing to a Lower Gear; 6. Cor- 
nering: The Conventional ‘Line,’ Centrifugal Force and 
the Force of Adhesion, Types of Corners and Their 
Characteristics, ‘Coming Out’ Early from a ‘Three- 
stage Corner,’ Two-stage ‘Cornering, Three-stage Cor- 
nering with an Early Approach, A Succession of Corners, 
‘Lines’ When Overtaking, At the Limit of Cohesion, The 
Attitude of the Car while Cornering, Forces Acting upon 
a Car While Cornering, Understeering and Oversteering 
Cars, Going into the Corner, The Middle Phase, The 
Last Part of the Corner, Beyond the Limit, Knowing 
One’s Car, Banked Corners, Donkey’s Back Roads, Roads 
of Varying Slope, Uphill and Downhill Corners; 7. Gen- 
eral Advise, Preparation and Tactics, Learning a Circuit, 
Race Tactics. 


This book is written by a great racing driver who is also 
a great automobile engineer — a unique combination that 
makes this book as informative and interesting as Jenkin- 
son’s The Racing Driver: The Theory and Practice of Fast 
Driving but with an entirely different point of view. The 


“210 M.G. Cars by C. P. Davidson 


“A young driver's progress will be greatly assisted by taking his advice, and absorbing all he has 
soy, not only about the technical aspects but the many other sides of motor racing with which he 
sls. The rest lies in a man’s own personal make-up — those peculiar, intangible aSsets of mind 
d body which no text-book can describe, no formula resolve, but which provide the final in- 
piration . . . the stock-in trade of the great driver.” 

Table of Contents: 1. Necessary Qualities; 2. Physical Training and Clothing; 3. The Driving 


Technique of Motor Racing is a big book, 
7% inches, and contains, along with the text, 40 pages of 
half-tone illustrations on art paper. 
books listed on this page and get it FREE! 


228 The Technique of Motor 
than $25.00) 


10 inches by 
Buy $25.00 worth of 


Racing (on purchases less 
$8.50 





FREE with every purchase of $10.00 or over — Just Published 


IGH PERFORMANCE CARS 1960. Edited by Gregor Grant and John Bolster. Technical Draw- 

gs by Theo Page. Order #234 on coupon below at regular price of $2.00, or we shall send it to you 

EE when your order on the coupon below for other sporis car books, I.sted here is $10.CO or more. 

atest edition from Autosport, Britain’s Motor Sporting Weekly, containing road tests, technical drawings, 

nd general articles on high-performance, racing, and sporting machinery. Many photographs. 
HIGH PERFORMANCE CARS 1960, (on purchases less than $10.00) 


55. THE SPORTS CAR: Its Design and Performance, by COLIN CAMPBELL. 
, completely revised and expanded edition is now ready! Recommended by the Technical Corres- 
bondence Editor of Road & Track as the best reference book on suspensicn and chassis design. The 
thorough and systematic treatment of the sports car from a technical point of view, yet in a 
ayman’s language. Chapters: The Development of the Sports Car; The Engine: Cylinder Head Design; 
Engine: Induction and Exhaust; The Engine: Miscellaneous Components; The Engine: the Trend 
f Design; Road-Holding; The Suspension; The Chassis Frame and Body; The Transmission; The 
Brakes, Tuning; Performance; Future Development; Glossary of Technical Terms; Index 








0. THE RACING DRIVER: The Theory and Practice of Fast Driving! by DENIS JENKINSON. 
book for expert and novice racing drivers and all sports car enthusiasts who want to practise and 
nderstand better the art of fast driving. The author is the only person who has been a racing pas- 
enger over and over again with Fangio, Moss, Hawthorn and other top racing drivers. Jenkinson gives 
ou an absolutely unique ‘‘eye-witness’’ report: you sit beside Moss, Fangio and Hawthorn at speed, 
iriving at the limit. Clearly written yet a thrilling adventure to read, this big, handsome, hard-covered 
book (6’’ x 9’ with 35 Photographs and Diagrams) supplements Taruffi’s Technique of Motor Racing as it is 
itten from an entirely different point of view. Buy both! Chapter Headings: 1. Art; 2. Determination; 
3. “Tenths’’; 4. Learning; 5. Starting; 6. ‘‘Tiger’’; 7. ‘“‘Moments’’; 8. Fright; 9. Analysis; 10. Theory; 
1, Understeer; 12. Oversteer; 13. Instincts; 14. Morale; 15. Retirement $5.00 


B33 The Book of Sports Cars, by Charles Mark- 
mann and Mark Sherwin Intro. by Briggs Cun- 
hingham. In one beautiful, outsized volume — 
he full, illustrated history of the past 60 years of 
lual-purpose motoring, presenting the outstanding 
8, drivers, designers and courses that have 
made motor sport what it is today! 723 fascinating 
Photographs $15.00 
38 Design and Tuning of Competition Engines by 
P. Smith. Greatly expanded & revised new edition. 
asy to understand, covers the whole field. $8.50 





THE MOTOR MANUALS — The up-to-date 4-volume 
set for the amateur or professional mechanic on any 
car, Foreign or American. 

64 Motor Manuals. Volume 1. Automobile Engines 
in Theory, Design, Construction, Operation and 
Testing. By A. W. Judge. 474 pg., 323 fig. $5.00 
65 Motor Manuals. Volume 2. Carburetors & Fuel 
Injection Systems, The Theory, Practice, Testing, 
Tuning and Maintenance of Carburetors, Coal 
and Producer Gas Systems and Petrol-Injection 
Methods. By A. W. Judge. 496 pg., 315 fig. $5.00 
66 Motor Manuals. Volume 3. The Mechanism of 
The Car, Its Principles, Design, Construction and 
Operation. By A. W. Judge. 542 pg., 401 fig. $5.00 
67 Motor Manuals. Volume 4. Car Maintenance 
and Repair. 

Figures 

216 Motor Manuals, Four Volume Set 


15 Car Driving As An Art by Davis, Rev. Ed. $3.50 
204 All About The Volkswagen by Elfrink ..$3.50 
224 Ettore Bugatti by W. F. Bradley. Portrait of 
aman of genius. Now ready $4.00 
Volkswagen Owner's Handbook 
9 Scottie Book of Motor Racing by S. Moss. .$1.00 
119 Stevens Rally Indicator Model 25 most accu- 
ate computer available, 9-inch diameter. ..$14.00 
17 Sports Cars, Rallies, Trials, & Gymkhanas big 
84” x 11” pages. For expert and novice.... 
#22. High Performance Cars 1959 


225 Triumph Cars by T. P. Postlethwaite. A prac- 
tical guide to maintenance and repair covering all 
models from 1937 including TR-2/TR-3 $4.50 
213 Case History by Norman Smith. Gives back- 
ground facts of famous Marques: Alfa Romeo, 
Mercedes-Benz, Auto Union, Lago-Talbot, Cisita- 
lia, Ferrari, Delage, H.W.M., Maserati and others. 
A fascinating volume of motoring history. ..$7.50 
20 Pursuit of Victory by Karl Kling 

5 Tuning for Speed and Economy 





All titles of the Modern Sports Car Series are avail- 
able at $1.95 each. Order on a separate sheet to 
cunt towards your free purchase. 


These manuals are in all cases the OFFICIAL 
Manuals produced by the automobile manufac- 


Official TR-2/TR-3 Factory Manval 
Official MGA Factory Manual.... 
Official Complete Jaguar Factory Serv- 1 enclose $ 

ice Manual for MK VII and XK 120 > 3 Fe we ae Se 
Models. For XK 140 owners also... $15. [67 76 84 85 99 100 115 138 155 
Official Austin Healey 100-4 Factory 164 179 181 184 200 204 210 211 
es eS 217 222 224 225 227 228 229 230 231 
Oficial Austin Healey 100-6 Factory J 234 235 Free under special offer 

Manual $1 “ 
Official Austin Healey Sprite Manual. $12.50 
230 Official MGA Twin Cam Manual... ..$12.50 
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231 The Ferrari, by Hans Tanner. An extremely 
factual and informative work giving technical de- 
tails and specifications of all the cars that have 
borne the insignia of the Prancing Horse. The 
Author writes with the authority of first hand 
knowledge obtained with the fullest and friendliest 
co-operation of the ‘Commandatore’ himself in 
Modena and traces the story of his famous marque 
from its inception in the racing stable of Alfa 
Romeo right up to his 1959 Grand Prix contender. 
Just published $5.50 


227 Nuvolari, by Count John Lurani. Brand new. 
Engrossing biography of the man most enthusiasts 
consider the greatest driver in history. Many 
photographs. Just published. ............... $5.50 


La 45 Automobile Engineer's Ref- 
P erence Book. 57 British auto- 
mobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 
photos in 30 main sections 
covering every aspect of the 
design and _ production of 
motor cars $20.00 
85 Tuning and Maintenance of 
' MGA by P. Smith. Devoted 
entirely to MGA and Mag- 
nette. $5.00 
28 The High Speed Internal 
Combustion Engine by Ricardo. 
The classic work $ 
76 Automobile Chassis Design 
41 Maintaining the Breed. Saga of MGs... 
100 Tuning and Maintenance of MGs 
99 MG Workshop Manual 


HAKKAR K 


Automobile Year 1960 


235 Automobile Year — 1960 (Number 7) The most 
beautiful, complete and exciting automobile book in 
the world. This latest edition of one of the world’s 
handsomest books has everything to fascinate the 
automobile enthusiast. Its accurate, thorough, pro- 
fusely-illustrated regular features include: All the new 
special-body and dream cars; a complete, illus- 
trated catalog of all 1960 cars of the world with 
major specifications; summary of the most impor- 
tant technical changes in the cars and the world 
wide economic developments in the automobile 
industry, Published February 1960 $9.9 
217 Automobile Year 1954, No. 1 

162 Automobile Year 1956, No. 3 

163 Automobile Year 1957, No. 4 

164 Autemobile Year 1958, No. 5 

211 Automobile Year 1959, No. 6 
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Tis motorcar has never known an equal. It is born of a half century of rest- 
| less probing, of successive triumphs. It is shaped to dimensions of thinking far 
beyond the rigid reduplication of second-hand ideas, of stamp-press concepts. 
It is. machined to win the admiration of engineers—and motorists—the world 
over. Its standard is excellence. Its viewpoint is the future. Its name is LANCIA. 








U.S. DISTRIBUTOR dood O ~ = ty) A N MOTOR CAR CO., INC. 


NEW YORK, 443 PARK AVENUE/BEVERLY HILLS, CALIFORNIA, 9130 WILSHIRE BLVD. 


SEE YOUR LANCIA DEALER. Eight Touring and Sports Models Available: 4 Dr. Sedans, 2 and 4 Seater Coups, 
4 Seater Convertible— Exclusive V4 and V6 Engines. From $2892 to $6485, suggested price, P.O.E. 








Gus climbed up to 1953-54 SCCA Class E 
Production Championships with this marvelous 
Morgan he rebuilt from total wreck. 





Andrey and Lance Reventlow drove Andrey’s 


4.1-litre Ferrari to big over-all win 


r in 1958 
500-miler at Elkhart Lake. 


ve 


32-yr. old Andrey took 
honors with 2.0 


SCCA Class E Modified 
Ferrari in ’56, ’57, ’58; leads 


(at.time of this writing) in ’59. 


GASTON ANDREY 
WINS WITH 
OILZUM 





“Gus” Andrey has a natural talent for 
competition, plus an uncanny understand- 
ing of his machines. That’s why he wins. 
That’s why he uses Oilzum. 


Gus knows he can push the mechanical 
parts of a car harder—when they’re lubri- 
cated with this precision-blended oil. 


Why not get more pleasure and pep out 
of your cars with Oilzum—“The Winning 
Marque In Motor Oils!” The White & 
Bagley Co., 105 Foster St., Worcester, 
Massachusetts, U.S.A. 
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> As I've mentioned before here, we knew 1960 would be a banner year for 
cars. SCI has already discussed the pace-setting compacts and this month presents 
the formidable array of new cars we’re being offered from overseas. Normally 
evolutionary, automotive progress has developed some blooming mutant strains 
after prolonged irradiation by competition and technical advances. These things 
we knew and rejoiced in. In a realm and an era in which the elimination of a 
valve seat insert in an aluminum cylinder head must be regarded as a major 
technological breakthrough, we could ask for little more. 

But now the oft-too-stable world of cars has been rocked to its foundations 
by two fascinating revelations that make us realize how crude our methods are 
today and how generous the future appears to be. The first, least violent, is 
Pirelli’s new tire, and the second, most fundamental, is NSU’s new engine. 
Whatever the technical merits of these two developments, they reflect a kind 
of thinking that can mean a lot to the world in the next decade: they make 
very economical use of their materials. In both cases very much more is accom- 
plished with the same, if not less, physical goods, a refreshing change from the 
usual automotive concept of progress by complication. 

At a time when the mechanics of existence threaten to overwhelm us mere 
human beings, also, the incredible simplicity of Dr. Wankel’s power-producer 
for NSU and Curtiss-Wright is extremely encouraging. As is already becoming 
evident in other fields, our tools for accomplishing things become neater and 
more effective as the fundamentals of the world around us are better understood. 
After we round a certain datum point in scientific history, the more we know 
the simpler our life should be—and not the opposite, as is now generally the case. 

In this issue SCI has taken some pains with a detailed explanation of the 
operation of a rotating combustion engine, feeling as we do that its influence 
on future car design is likely to be so great that the limits can barely be glimpsed 
today. For example, it may now be an easy matter to equip each wheel of an 
automobile with an individual engine. If units of NSU size were to be developed 
for light weight, a 40 horsepower engine weighing no more than 20 pounds 
could be fitted within each wheel, for a total of 160 horses, and if their full 
promise is realized no supplementary transmissions would be required. And if 
we think in terms of racing formulae all existing standards of performance are 
shattered. NSU could construct an engine for the 1961 Grand Prix formula that 
would extract 270 bhp from 91 cubic inches of swept volume, and weigh not 
much more than 180 pounds! Just as a matter of interest, NSU’s “Rennmax” 
250 cc motorcycle engine of 1954 set new standards of output in its class by 
delivering 39 bhp at 11,500 rpm, unblown. Dr. Wankel’s engine of the same 
size easily surpasses this output at less rpm, and doubtless delivers far more punch 
at low speeds. To put it simply: the rotating combustion engine seems to start 
where the reciprocating version stops. 













Against the above background it’s hard to get excited about any new events 
in the sports car engine world, but Lloyd Taylor’s new homegrown powerplant 
certainly merits a lot of attention. When first covered by SCI in March and April 
of 1958, its construction was outstanding but its design rather dated. Now it's 
sprouted another cam and a full racing top-end design and, with the variety of 
sizes offered, it threatens to be the American Coventry Climax—as long as ade- 
quate production facilities can be made available. Beginning in March of this 
year, deliveries will depend on the orders and cash on hand. If you want one, 
inquire of T. C. Tyce at the Tyce Engineering Corporation, 809 “G” Street, 
Chula Vista, California. This, gentlemen, is a venture that is worth encouraging. 

Karl E. Ludvigsen 
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Air and Liquid give the Citroen its ex- 
traordinary flexibility. Each of the four 

n independently suspended wheels is con- 
d nected to the body by a Piston. By 
1s means of a liaison liquid, this piston 
: more or less compresses a neutral gas 
ll (Air) pressurized in a sphere. 
if 
e , 
t The weightlessness of the sky, the restfulness of a tranquil sea, a 
Nt feeling of floating along on a cushion of clouds...this is the 
” Citroen ride... the Air-Oil Suspension ride... the supremely com- 
y fortable ride, exclusively Citroen. 
e ape  @ 
’ Experts predict: “Eventually all cars will come to _ 
: Air-Oil Suspension.” Today only Citroen has it, 

a “springless” suspension with tenfold = 

the flexible strength of conventional 3 

suspensions ...a system that instinctively 

adjusts itself to any surface change... 
: holding the body of the car at constant 
* level, whatever the road, whatever the load. * 
l . 
'S No other riding comfort can begin to compare with Citroen’s. : 
vf The difference is there as soon as you step inside. 


a eal 
Every Citroen owner knows what we mean. Any Citroen dealer 
is eager to have you experience it too... the most comfortable ride 


si inve sel: Citr ir-Oi nsion. 
ince man invented the wheel: Citroen, with Air-Oil Suspe spe| PARR: AVENUS;-NEW-YORE:2t) RW YORE 
8423 WILSHIRE BLVD., BEVERLY HILLS, CALIF. 





OVER 90 MPH - UP TO 34 MPG - 123” WHEELBASE - DISC BRAKES + FRONT WHEEL DRIVE ... AND AIR-OIL SUSPENSION from $2 545. P.O.E. 
Sold and Serviced by Factory trained Citroen Dealers throughout the United States and Canada. Write for Free Road Tests Reports and Overseas Delivery Booklet, or visit the Citroen dealer nearest you. 


A FISHER PRODUCTS SPECIAL! 


& 
Now Available = 
THE 





AND TR-2 


A Fabulous New 


ABARTH 


FREE-EXHAUST SYSTEM 


In response to the thousands of requests from TRIUMPH TR-3 owners, FISHER 
PRODUCTS now has a special exhaust system available for this fabulous car. You 
will never know how fabulous your TR-3 is UNTIL you install an ABARTH Exhaust! To 
avoid disappointment or delay, ORDER NOW. Initial supply is limited. 


FISHER PRODUCTS now offers over 35 different custom-made-ABARTH Free-Exhaust 
Systems. For complete details on the ABARTH System made specifically for your car 
—and the name and address of your nearest ABARTH dealer — 


USE THIS CONVENIENT COUPON! 


Order From Your Dealer, or 





FISHER PRODUCTS 21-25 44th DRIVE - LONG ISLAND CITY 1, N. Y. 
| 8836 NATIONAL BLVD. > CULVER CITY, CALIF. 








Please rush, free FISHER-ABARTH catalogue i. Alfa Giulietta Sprint Exhaust System... i“ 50 C] MGA hue 
describing these, and other systems and acces- Alfa Giulietta Spider Exhaust System... 79.50 [|] MGA Twin-Cam 
sories. | have checked the system made for my car. Austin Healey Sprite : 19. Peugeot 403 Exhaust System 
Borgward Exhaust System, All Models.. 39. Porsche, all models 
Name (_) Fiat 600 Exhaust System, All Models.... 19. + Renautt 4-CV Exhaust System 
tt Fiat 600, with sports manifold 44. Renault Dauphine Exhaust System 
Address Fiat 1100 Exhaust System : [] Simca Aronde, All Models 
Fiat 1200 Sedan i {] Triumph TR-3 and TR-2 ; 
Jaguar 140M, 150, 150S {_] Volkswagen, 1955 and earlier 
PUN BOW gs icscuascskensositesisczesersvinbsesbtoceniied 79.50 J Volkswagen, 1956 and later 
[J Send name and address of my nearest dealer. C) Mercedes 190-SL Exhaust System $44.50 California Residents Add 4% Sales Tax 

















City State. 
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LETTERS 


ECHIDNA AT MEADOWDALE 

| would like to point out a slight error 
in a description of a picture which ap- 
peared in conjunction with an article in 
your latest issue. The article is ‘Malt, 
Hops & the Dancing Midget” which was 
the result of Mr. Van der Feen’s excellent 
coverage of the Labor Day Meadowdale 
race. 

The error appears under the picture of 
the three cars of Pabst, Ruby and Echidna 
#64 which states that Pabst in the Scarab 
laps an Echidna. This is not the case. The 
Echidna pictured ran in one of the two 
heats in the race on Sunday and actually 
was ahead of the Scarab for 20 of the 25 
laps in this heat. 

The picture was taken during the lap 
which was run prior to the start, the start 
being a rolling one due to the midget. The 
reason that Mr. Ruby is ahead at this time 
is that occasional spurts were necessary 
during this lap, which was quite slow, to 
prevent plug fouling. 





4 


Grierson Automotive Specialties 
John Staver 
Hibbing, Minnesota 


CAMORADI MASERATI 

Having spent the better part of the day 
with Lucky Casner at the USAC formula 
libre program at Meadowdale, I was most 
interested in Dic Van der Feen’s story, 
“Malt, Hops and the Dancing Midget” in 
the December SCI. 

I thought possibly your readers might 
be interested in some amplification of Mr. 
Van der Feen’s statement that the Cam- 
oradi USA 250F Maserati was “... tired 
machinery, weakly driven.” 

The day before the race, Zora Duntov 
spun the car out and put it up on the 
bank near the silo, tearing up the tail 
section, splitting the fuel tank and, as it 
turned out later, damaging the valve gear 
quite extensively when he was unable to 
get the car out of gear and the engine 
was turned over backwards. 

The result was that the night before 
the race was spent in repairing the fuel 
tank. In practice, Duntov was unable to 
get more than 6600 rpm on the front 
straight, 600 under peak and 1000 under 
what Casner hoped for. Magneto trouble 
was suspected, but Red Byron, of the 
Micro-Lube team, analyzed the problem 
as being in the valve gear. 

Lucky then considered withdrawing the 
car, fearful that the whole works might 
blow, but decided against it because, as 
he said, “‘a lot of people came to see this 
machine run.” The end result was, of 
course, a sad performance that culminated 
in a shunt between the Maser, with Paul 




















: O'Shea aboard in the second heat, and 
0 ;@ Loyal Katskee’s Ferrari. 

; | After Lucky got the car back to Florida, 
go | a tear-down revealed that the “only” dam- 
: J age to the valve train was three slightly 
a bent valves and six broken valve springs. 
Fr (Continued on page 12) 




















VWlarion Weber's FASCINATING LIFE STORY CONT'D 









by popular 
request 


| have always been a great 
believer in science. In fact 
when | was a girl | wanted 
to be a great inventor, but 
when my parents confiscated 
my Gilbert #4 chemistry set 
(after finding out that | was 
distilling alcohol from old potatoes) | turned to other 
ambitions. Fascinated by the Ballet, | decided to be- 
come a prima ballerina. | went to Chicago and studied 
until my calves ached. Ballet terms like entre chat, 
tour j’ete, pas de deux, bunions, fallen arches became 
my vocabulary. | lived, breathed and ate ballet... 
until | had to switch to solid food. Then the theatre 
beckoned, and | feel that | might have attained great 
heights but my husband, Charlie, insisted that | leave 
the stage for fear | would catch pneumonia. My boss, 
a wonderful old gentleman named Minsky, was devas- 
tated. Next month: How | came to California and 
invented smog. 
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| don’t know if you can call this an invention or not, 
but | designed it myself... with the help of some of 
our better race drivers... and have had a few made 
for the cognoscenti. You too can have one if you get 
your order in quickly. What is it? Well, it’s a kind of 
racing driver’s carry all. A wonderfully rugged dark 
green nylon soft bag that is made to retain a helmet 
with bubble shield, two pairs of goggles, gloves, rac- 
ing shoes, two suits of coveralls, toilet kit, swim 
suit, stop watch, shirt, underwear and socks and even 
a camera. In short... everything the driver needs 
and doesn’t want scattered all over the lot. Only 14” 
x 16” in size, it is designed to go under an airplane 
seat so that it can be kept with you. The Carry All is 
padded, zippered, well made, lined with flannel. Also 
included is a separate flannel pouch for goggles or 
shield ... no scratch. 


This is ‘what a lot of guys have been wariting and 


gm to pay much more for. But the full price is 
OO)? sicher 





..MY ENGINE You enthusiasts are in for 
IS MISSING. a treat when you come to 
pga grips with the hilarious new 


64 page book of cartoons 
called MY ENGINE IS MISS- 
ING. A perceptive young man 
named Homer has produced 
this gem... and if you are 
perceptive you will recog- 
nize the people, places and 
situations so er delin- 
eated. Get two copies, be- 
cause your original will undoubtedly be borrowed 30 
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much you'll never have it at home. ................... $2. 
Other books that Fn should have include: 

OMNIBUS OF SPEED . 2-05.95 
HOW TO TUNE YOUR FOREIGN NOI  seiisncinsaicaenncensd 2.00 
RALLIES, TRIALS & GYMKHANAS ................ccccceceees $6.00 


DIG THESE GOOFY TOPS FOR ONLY $29.95 


Do you own an MG TC, TD, TF, Healey, TR, Jag, Cor- 
vette, Morris Minor, Hillman or Volks Convertible? 
If so you can replace that beat up rag that is now 
letting the wind, rain, snow, sleet or sand (in Texas) 
filter into your scalp with ease and without going in 
debt. ANYONE can come up with $29.95 (or only $33.95 
for an MGA) for one of our 3-ply deluxe fabric 18- 
month guarantee tops. Fit it —— and pocket the 
difference. Write for free catalog that gives all details 
on this and many other bargains... just address: 
Marion, P.O. Box 4156, Catalina Station, Dept. 2, 
Pasadena, Calif., and it will be mailed in plain wrapper. 


Keep Komfortable with a Komfort Muff might be the 
slogan but it isn’t. A K.M. gets your car up to op- 
for Me, temp iene saves gas, makes heater hotter. 
For MG, JAG, HEALEY, TR (Specify) Ee $3.95 


THRESHOLD PLATES of rigid- 
ized aluminum protect tin- 
ish in busy doorway of Alfa, 
Porsche, TR, MGA..$3.95 pr. 

















KICK PLATES to prevent 
door panels from scuffs and 
rubber marks on MG, TR, 
re Healey, Porsche, are another 
bargain at oo... $3.95 pr. 
MIUID > sccSinsivaitiaanasce $3.50 pr. 
PLASTIC BEADING slips over 
regular bead for extra at- 
‘ — look. Clear or = 


MGA ASH TRAY-LIGHTER in 
sturdy biack leatherette cov- 
ered case has deep well for 
ashes, pop-out lighter unit. 
Fits between armrest and 
GE WOM htceccccctdaenae $8.95 





AMCO CRESTED KNOBS for 
MG, Healey, TR, Sprite, (plus 
St. Christopher or checkered 
flag design to fit all imports 
& Corvette) are husky size 
(2” across) give a solid feel 
to the change lever. Heavily 
chrome plated, the crests 
are raised out of a black 
baked enamel background. 
Dresses up the interior of 
your car tastefully. ....$2.95 


FOR THE CAR THAT HAS EVERYTHING... 





a 24 karat gold 
plated shift knob. Same designs as above but finished 
in real gold then protectively coated in clear plastic 
to last. Strictly for the owner who really cares. $5.95 


Other knob selections include: 


SPEEDBALL aluminum 112” 
(Specify make, year, model) 
4” EXTENSION with 40° bend puts lever in comfort- 


able reach. For Renault, Jag 2.4, 3.4, Porsche, Morris 
or Volks $1.3 


| yagueietsecssne 8 $2.25 


CHALECO is a sleeveless but 
warm heavy cotton jacket 
from a est Mexico. Woven 
in a plethora of bright Az- 
tec colors, no two designs 
are alike. Make keen vests 
for coldest weather, just 
right for warmer winter days. 


oe eee $6.95 
Extra large <6.c.c.05! $7.95 








If you aren’t covering your car you are losing money 
every day the sun shines or the dust blows. The soon- 
visible effects of weathering reduce the trade-in value 
in time-proven fashion...and unless you plan to 
take it with you, someday you "Il sell or trade. Get the 
most at that time by getting a mitten now. If your 
car isn’t listed here, write for prices. No charge. 


C] MG Mitten — DURICON 
{] Healey Hugger ‘= and Water 
(] Alfa Apron (Rdstr.) Dust Cover aS 
C) Fiat Frock (1100TV) $17.95 $24.50 


C] Morris Muff 

QO) _ enaut ~~ spa 
faust Parka 

CL) om gts Pegnoir 


$22.95 
H Ea Fiat rock (600) 


$29.50 


C) Corvette Cap 
C) Thunderbird Tepee 
C) Jaguar Jacket 


$27.95 $32.50 


$22.95 $29.50 


Calif. residents please add 4% sales tax. We pay post- 
age on all prepaid orders... 20% deposit on C.0.D.s 
required. MG eo Showroom: 1127 East Green Street, 
Pasadena. Lots of free off-street parking. Come in 
with BANKAMERICARD in hand and live a little. 


To: MG Mitten Dept. S-2 
P.O. Box 4156, Catalina Station 
Pasadena, California 
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The remarkable achievementy 


Two years ago, few Americans had heard of the Peugeot 403. Fewer still couldijol} 


pronounce its name. Yet today, Peugeot is more widely known than scores 0 ong: 


cars which ane been here much longer. And it is outselling two-thirds of a exp 





imported cars. %9 How did Peugeot achieve so much in so little time? It is, tllgriy 
begin with, a resti@kable blend of pleasing design, traditional craftsmanship, andhync 
realistic pricing. ‘The Peugeot 403 is loaded with quality” reports Sports Canf“Pe 
Illustrated Magazine. Over 250,000 hours were spent on design and engineerfwh; 
ing of the 403 before it was put into production. At the assembly plant inflsc 
Sochaux, France, one of every 17 employees 1s an inspector. Every car musiwa; 


pass more than 2,000 individual inspections before it leaves the factory. Every 


car is then carefully road tested. Y Peugeot has remarkable room and com: 










fort. It seats 5 to 6 adults and has a 20 cu. ft. ‘big car” trunk. Peugeot is an eco- 
nomical car. Its 4-cylinder engine delivers 30 mpg on regular gas. And there arg 
no optional extras.”” The price of $2250 at East and Gulf Coast ports of entry isa 

full-equipped price. Included are: sliding sun-roof, whitewall or Michelin X tires, : 
4-speed synchromesh transmission, heater-defroster, padded dashboard, cloth o 


leatherette upholstery, reclining seats, electric clock; windshield washers, tmp 





mileage counter, wheel trim rings and an outside rear-view mirror. 3] Americat 
owners find that Peugeot maintenance is very good and very fast. Each of Peugeot! 
500 dealers must stock an unusually large number of spare parts. Peugeot dis 


tributors carry an additional back-up supply of parts worth over three million 
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of the Peugeot 403 


Mollars. All dealer mechanics attend training schools staffed by Peugeot factory 
engineers. Refresher courses are regularly conducted by a staff of traveling servicé 
experts. GF Owners like Peugeot’s responsiveness. You drive it—it does not 
WMdrive you. They like Peugeot’s traditional design, too. It is clean of line, trim, 
dincluttered. As one man said: ‘This car has dignity.” 13] Some people say 

“Peugeot” like this: “‘Pooj-Oh.” Others avoid the question and just say 403.” Use 
(whichever you wish when you visit your Peugeot dealer. While there you may 
Malso wish to drive the Peugeot Station Wagon —America’s largest imported station 


Sold and serviced by over 500 Peugeot dealers throughout the United States, Canada and Mexico. For illustrated brochure, write: Peugeot, Inc., Room 3109 
St agon, $2490. 750 Third Ave., N.Y. 17,N. Y. For overseas delivery see your nearest dealer or write: Cars Overseas Inc., Box 158, Long Islana City 4, N. Y. 


A) 











he Sportsedan from France 


PRONOUNCED 
““POQJ-OH' 























BE YOUR OWN IGNITION 
TUNE-UP SPECIALIST! 


NEW HEATHKIT IGNITION ANALYZER 
NOW IN WIRED OR KIT FORM 


e CHECKS IGNITION PARTS WITHOUT REMOVAL 
e COSTS A FRACTION OF COMPARABLE INSTRUMENTS 


- Plug the new Heathkit Ignition Analyzer into the near- 
est AC outlet, clip on the test cable leads and watch 
entire engine ignition system perform on the “scope” 
screen. 

Shows condition of coil, condenser, points, plugs and 
ignition wiring; detects breaker point bounce and facil- 
itates dwell-time setting. Displays complete engine cycle 
or just one cylinder at a time. A switch selects either 
primary or secondary circuit patterns; or alternately, 
provides choice of “parade” or “superimposed” sec- 
ondary patterns. Works with any internal combustion 
engine with coil ignition and accessible breaker points. 
Can be used with car in motion and under load when 
powered by an appropriate DC-AC inverter. 

Put a top quality Heathkit Ignition Analyzer to work 
for you today... whether you order the assembled 
model or easy-to-build kit, you’ll save important dollars 
and get better ignition tune-ups. 





HEATHKIT IA-1A 
Kit Model $5995 


HEATHKIT W-IA-1A 
Wired Model $999 


Send for your Free Heathkit Catalog, or see 
your nearest authorized Heathkit dealer. 


yore pai _— 
HEATH COMPANY 

[> a subsidiary of Daystrom, Inc. 

Benton Harbor 26, Michigan 








® 
HEATHKIT 











NAME 
ADDRESS. 

[| )) a subsidiary of Daystrom, Inc CITY i es, ee 
Note: All prices and specifications subject to change without 


| notice. Prices net, F.O.B. Benton Harbor, Michigan. 
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LETTERS 


(Continued from page 9) 





This car and a similar one are being 
re-powered with modified Corvette engines 
for formula libre campaigning next year, 
The first stop will be the New Zealand 
Grand Prix in January, with Rodger Ward 
and Jim Rathmann driving. 

Bob Morrison 
Cleveland Heights, Ohio 

We were pleased to get this inside view of 
the Camoradi Maserati’s difficulties, with which 
we sympathize deeply. With Corvette engines 
the 250F’s should be effective formula libre 
campaigners. Lucky Casner, director of Cam- 
oradi, expected to have Valerio Colotti’s Tec. 
Mec Grand Prix car in the U.S. in time for 
Sebring and for later G.P. events. The Tec-Mec 
surrounds a 250F Maserati engine and gearbox 
with a new compact space frame, wishbone. 
type independent suspension all around, and 
Girling disc brakes. One intention of the orig- 
inal project was to supply an up-to-date chassis 
in which Maser owners could install their en- 
gines and transmissions, but it is not known 
at present whether additional chassis will be 
built at the Modena factory. Other cars being 
operated under the Camoradi aegis are two 
RSK Porsches, a two-liter Maserati, 750 cc Osco, 
and hopefully, a single-seater Porsche. 
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THE WORLD‘S BEST-BUILT 


juST CHECK THESE FEATURES: 
e Both windows fit snugly — and both 





slide, too. 

e All aluminum welded frame. No ugly 
braces. 

e Spring loaded weatherproof seals can- 


not loosen. 
e No cloth or felt used — nothing to rot 
or deteriorate. 
e Attractive polished chrome-like pene? 
adjustment points assure perfec 
P gee with damaged doors, bad 
roof alignment, etc. Our clear, con- 
cise installation charts: should answer 
your problems. (Or we'll be happy to 
have our experts install them for you.) 









THE WINDOW WITH THE SNUG ALL-WE 
SPORTS CAR 


| 





TRIUMPH 1-UNIT DOUBLE SLIDING WINDOW ¢ 
inum apron. — 
Slip-In mounting. 

—$80.95 EACH—$43.50 


With crackle finish alum 


tops too. Specify DZUS or 
PAIR 


S OWN DOUBLE SLI 
ATHER FIT FOR COMFORTABLE WINTER DRIVING | 
WINDOW , | 


patina 









DING WINDOWS 







THEY SAID IT COULDN'T BE DONE! 


AUSTIN HEALEY 4 & 6 CY 
PAIR—$70.15 









WE USE NO CHROME! 


Our desire is to manufacture 
products that last. We feel 
that chrome does not stand 


aluminum alloys used in all 
BAKERS products, 


L. WINDOWS 
EACH—$38.00 


PER 
PAIR 


wear and weather nearly as 
well as the stainless steel or 








PRICES 
(8% Fed. Tax Included) $70.15 $7.35 
MGA WINDOW =. i. Sprite 6151 33.75 
pecial Porsche Speedster > oy 
SS MG TO XK'120 & XK 140 80.95 43.50 
= oy Please add $2.00 packing, shipping, insurance 












* Made of Temp-Alum 
aircraft metal. 


% Won't rust, chip or peel. 


* Highly polished 
chrome-like lustre. 


* Double reinforced sleeves 
at all anchoring points. 


e 
Se hon *% Extra heavy wall tubing 
tubing used (see diagram at left). 
in BAKERS | There’s a custom design 
guards. for every imported and 
tensile str. American car. If yours 
33,000 Ibs. isn’t shown, write 











per sq. in. for prices. 
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NO BETTER MUFFLER AT ANY 


COMPARE THESE FEATURES ie A 


© Heavy welded steel 
exterior. 
go! 
® Honeycomb heavy steel 
silencing core for 
longest life. 


* Tightly packed fiberglass 
inside. No baffle plates 
to block power. Means 
longer engine life, better 
pickup, lower vibration. 


power at all 


compared to 
conventional 
baffle plate 


® Pleasing low tone. design (B) 












t 

; 
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HERE’S PROOF 


BAKERS muffler 
(A) gives better 


engine speeds, 






sn IX ae ol ect 
On) Wil O11 Wyita=O@ 1 

ao. Ma ~\ LEY a = 
ALFA ROMEO | MG MAGNETTE SAAB (Std.) | PEUGEOT | 
Front—$27.95 Front—$27.95 Front—$24.95 , Front—$22.95 
I Rear—$30.45 ! Rear—$24.95 I Rear—$22.95 . Rear—$22.95 ' 


BAKERS CUSTOM TEMP-ALUM PROTECTION 


WRAP AROUND CONSTRUCTION ¢ PROTECTS BUMPER, FENDERS AND LIGHTS 





NOW AVAILABLE FOR ALL 1960 U.S. CARS! 


BAKERS wrap-around guards will protect lights, grille, fenders, 
etc. Attractively designed specifically for each model. Send for 


photos and prices. 


| MUFFLER PRICES 


tax included 


a A-33, A-35 


—— A-40 
UNIQUE CONSTRUCTION—NO POWER toss'! A-S0 — 
ADDED POWER, BUT NO EXCESSIVE NOISE! 4 , 


. 1 in 1 out 

nglish For 

PRICE§ A100 series 
, Mark |, Consul 


Mark | Zephyr 
Mk II Consul 


Hillman Minx 
MG TF & TD 
Magnette 


! Sports 

Porsche (all) 

! Triumph TR2-3-3A 
Rear 


Mk 7, XK120 
i Jaguar XK120 spo 
; —twin pipe 


Muffler Prices — Add $1.50 for Shipping, etc. @ Flex Units — Add $1.00 


Front 1 
Jaguar XK150, 3, 4 


9.25 
13.95 


$11.75 


12.50 
12,50 
13.95 
18.50 


J Fiat Conversion 600 15.95 


12.50 
11.75 


12.50 
Mercedes 190SL Rear 
1 90, 220, 


00 24.75 
Morris Minor 1000 9.25 


6.25 
29.95 
11.75 
3.95 
"24.75 
rts 
49.50 


EMIUM QUALITY 


VOLKSWAGEN 
MUFFLER 


Increases power, improves performance. 
Replaces all 1949-on. 2 outlets. $22.50 


GUARDS 


“~ aoe o J { o a, ae 7 
TRIUMPH/SPRITE TRIUMPH/SPRITE 
FENDER GUARDS REAR GUARDS 
Fit without cutting. BAKERS famous 
Bumperette design. Wrap- 


brackets are made 
stronger with our 


around design. 
No holes to drill. 


supporting Reduced to $34.95 
pao either make. 

enter section may FRONT GUARDS 
be added later for SPRITE$22 95 


full guard. $19.95 
(Add $2 shipping.) 


MUFFLERS 


MGA & SPRITE 
DOUBLE OUTLET MUFFLER = $15.50 


“| ee er outlet—$11.75 


TRIUMPH—$24.95 





RENAULT DAUPHINE & 4CV 


AUSTIN HEALEY KITS 








6 Cyl. Kit—Servais muffler, two exhaust 
pipes, special hangers, 4 clamps, $29.95 





a Its design keeps 
we engine cleaner inside. 
a Dauphine—2 outlet—$15.50 
l outlet 13.95 
4cv 9.25 
VOLVO REPLACEMENT MUFFLER 
ELIMINATES THE RARARA NOISE 
All models, 


Heavy duty. 
Longer life. 
$12.50 


ee 


4 Cyl. Kit—Servais muffler, two exnaust 

pipes, special hangers, 3 clamps. $29.95 
Side outlet means greater ground clear- 
ance. Fewer replacements. 





AUSTIN HEALEY OR JAG FLEX UNIT 





TRUMPH TR2-3-3A SPORTS 
CONVERSION —  } 
— > 


Bakers Muffler plus polished aluminum tail 
pipe. Mellow bellow tone. $19.95 


coms» ®, flexible 


Double gauge, flexible 

stainless steel. 2 clamps 

‘included. 
A.H. $9.95 ea. * JAGUAR $6.95 ea. 





AUSTIN HEALEY 








MG, TD & TF MUFFLER WITH 
ALUMINUM EXHAUST PIPE 


4 CYL. FRONT HEADER 





Guard prices: Add $2.00 shipping 





ALL PRICES INCLUDE 8% FEDERAL EXCISE TAX 














we WE DELIVER FREE TO AIRPORT 


FOR RUSH DELIVERY. 


te CANADIAN BUYERS — FOR CONVENIENCE, PICK 
UP PURCHASES AT U.S. BORDER. WRITE 


FOR DETAILS. 


te PROMPT SHIPMENTS ANYWHERE. 
te WHEN NEAR NEW YORK, PICK UP PURCHASES 






a WHILE YOU WAIT. 
AREA 


WW, 3 

























SEE 


a 
MANUFACTURERS 


OR HAVE THEM INSTALLED AT OUR FACTORY 


DISTRIBUTORSHIP AND 
DEALER INQUIRIES INVITED 


Polished end, with clamp, wusttianae, "ie 
ALUMINUM SPORTS CAR i TRIUMPH TR- 
MG, TD & TF - 2,3 
DECK RACKS LUGGAGE LOCKING GAS 
RACKS 


Don’t drill holes in your paint job. Tem- 
porary installation with permanent look 


y 
De. Se ae 


SS 
Anodized aluminum. og 
Mounts over spare tire. 
Does not obstruct 





@ 


& security. Padded stainless steel straps 
give best weight distribution, protect 








finish. $45.95 yt 

26x18” " 35x18” Folding Rack (rear folds up) . to $9.95. 

te ee $39.95  Non-Folding rack 29.95 Add $1.60 
Add $2.00 shipping Add $2.00 shipping shipping. 





rear view. Luggage 
strap included. 


Stainless steel, 
with adapter. 








PLEASE SPECIFY MAKE, MODEL AND YEAR WHEN ORDERING 


BAKERS WORLDWIDE AUTO PARTS, INC. 


MAILING ADDRESS: P.0. BOX 57, DEPT. 1-3, FRANKLIN SQUARE, L.I., N.Y. ¢ HUnter 8-2244 
CABLE: BWAP, FRANKLIN SQUARE, N.Y., U.S.A. 
: FACTORY INSTALLATION DEPT. OPEN 6 DAYS AT 1069 HEMPSTEAD TPKE. 

ALL PRICES SUBJECT TO CHANGE WITHOUT NOTICE © U.S.A. & CANADIAN SPORTS CAR CLUB INQUIRIES INVITED 
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EUROPEAN NEWSLETTER 
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At left above is shown the ribbed carcass of Pirelli’s remarkable new tire, the breaks in the ribs 
serving as anchors for the tungsten-carbide-tipped spikes seen fitted in the photo at the right. 
Separate sets of tread rings for summer (left) and winter (right) can be fitted as is necessary. 


TIRE BREAKTHROUGH 

A significant development in tire de- 
sign was recently announced by _ the 
Pirelli Company. The new tire is called 
the BS-3 (Batistrada Separata-Separate 
Tread). The BS-3 carcass has three flat- 
bottomed grooves running around what 
would be the tread area on a regular tire. 
Tread rings—built with a steel-wire back- 
ing—are forced over the deflated carcass 
and seated in the grooves. The three rings 
are locked into place when the complete 
tire is inflated. Many advantages accrue 
from this type of construction. Worn tread 
rings—only 35 per cent of the total cost 
of the tire—can be replaced. Different 
tread patterns to suit different road con- 
ditions can be used. Initial production has 
so far been limited to only two treads— 
one for dry roads, and a winter pattern 
that can be fitted with steel spikes for 
use on glare ice. The carcass can be made 
flexible—it is in fact about the same as 
that used in the Pirelli Cinturato—while 
the tread section can be fairly rigid. This 
means that a large portion of the flexing 
imposed by corning forces will be absorbed 
by the walls of the tire, consequently a 
larger area of the rigid tread will remain 
in contact with the road. The BS 3 has 
been proved safe up to 124 mph, while 
its behavior after a blowout is like that 
of any other tire. The valve on the BS 3 
tube features a new type of air seal. The 
Pirelli people discovered during work on 
their new tire that during a blowout most 
of the air does not escape through the 
puncture, but through the space between 
the valve and the rim. Over and above 


the new features and obvious advantages 
of the BS 3, Pirelli claims exceptional 
braking and road-holding qualities, plus 
silent running. 


DAIMLER GT? 

Over at “the Daimler,’ Coventry's old- 
est factory, Edward Turner of Triumph 
Twin fame is stirring things up. His 
genius for engine design—strange for a 
Chairman of B.S.A. to be an engineer— 
has already given us the 21% litre SP 250 
developing 137 bhp at 5800 rpm in a 
relatively undeveloped state. 220 is said 
to be possible with eight carburettors and 
a cam based on motor cycle practice. With 
little extra effort the same design has 
been scaled up to 41% liters and propels 
the Majestic saloon at speeds which make 
one wince. For the record the only differ- 
ence between this engine and the SP 250 
designwise is a modified tappet angle. 


SHORROCK SPRITE 

The Shorrdck Supercharger must be 
one of the most used blowers in the world, 
when considering the subject of record- 
breaking. Recent M.G. and Healey-Sprite 
records at Bonneville have shown the 
value of this equipment, the output of 
the twin-cam EX 181 engine being boosted 
into the region of 260 b.h.p.: this blower 
was specially designed for the job and at 
maximum r.p.m. was absorbing almost a 
quarter of the actual b.h.p. At the other 
end of the scale the writer knows of ex- 
amples of the cooking Shorrock which 
have been applied to 3 or 4 cars in suc- 
cession thereby amassing a road mileage 
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of as much as 100,000 without failure or 
undue wear. The Shorrock started life as 
the Centric of pre-war repute, only in 
post-war times taking the name of its 
designers and propagators, the Shorrock 
brothers. Now the Healey Company of 
Warwick are proposing to put on the 
market a supercharged and _ generally 
superior version of the Austin-Healey. 
Sprite. Bearing in mind the bonus given 
to the performance of this car by the 
blower it should surely be called the 
Shorrock Sprite, for the engine power is 
raised from the normal 45 bhp to 68 
bhp at 5700 rpm with additional bene- 
fits in the way of smoothness and low 
speed torque. To gain an idea of the 
benefits attained, acceleration time from 
standstill to 50 mph is reduced from 13.7 
to 8.2 secs, 70 mph is reached in 148 
instead of 31.1 secs. and maximum speed 
is raised from 81 to more than 90 mph, 


GROWING BABY 


Latest official information on the Fer- 
rarina coupe—baby Ferrari to the less “in” 
types—is that it will be bodied by Scag- 
lietti, and be fitted with Dunlop discs 
on all four wheels. The chassis and floor 
pan are based on the Fiat 1100 coupe. 
Body panels will be steel, with doors fab- 
ricated in aluminum. When finished, it 
will be very Farina-like in appearance— 
complete with scaled-down egg-crate grille. 


FERRARI FOR SEBRING 

Cliff Allison recently tested at Modena 
two different Ferrari GP cars. The one 
intended for Sebring had a Dino 256 en- 
gine, normal bodywork, and a Cooper- 
like wishbone rear suspension instead of 
the usual de Dion set up. The other was 
a Formula II car fitted with a 2.2 liter, 
single cam Dino engine. Allison com- 
mented that the smaller engine was quite 
flexible compared to the 256 unit. A few 
days later the same two cars were tried 
by Tony Brooks. Emphasis during this 
session was placed on testing the car with 
the new rear suspension. The lean Eng- 
lishman was reported to be quite enthu- 
siastic about the new car’s handling. 


(Continued on page 18) 


Directly above are two end-of-season Ferrari 
experiments, the bored-out single-cam Dino 
and the independent rear suspension, both 
on the Grand Prix car chassis. Also from 
italy, at left, is Vignale’s Italia coupe 

on the TR3 chassis. He’s building one a day. 























Out of famous European ralliés-roars 
a-great new car that makes all other 
sports cars seem ten 


SE aRRER.. 


Ithas everything a sports car ought to have! The full sweep of clean, clear lines. Comfort. Roll-up windows. 
Full-size doors. Wrap-around windshield. Removable hardtop.* Room. Jump seat for kids or extra luggage. 
Arally-bred sports car engine. Powerful performance. Tremendous acceleration. Superb safety disc brakes. 
Road-hugging balance. See the newest and neatest look in sports cars — the all-weather design of the 
Sunbeam Alpine. Test-drive the Sunbeam Alpine at your Hillman/Sunbeam dealers, now! *Optional, extra. 


SUNBEAM, 44Qi22ONLY $2595 o.0.c. western stares suicnrty micner A ROOTES PRODUCT 


Rootes Motors, Inc., 505 Park Avenue, New York, N. Y. 9830 West Pico Bivd., Los Angeles, Calif. Rootes Motors (Canada) Ltd., Toronto, Montreal, Vancouver 
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Announcing 


Three 
New Members 
Of An Old 






new 
with 
four 
bod) 
lines 
fold: 


pres 
duce 





Reliable 
Family 


Over sixty years ago, the Fiat heritage was born. Since that time, a long line of fine automobiles has added 










lustre and distinction to the Fiat name .. . And, today, three new members of this fine family of motor cars 
are making their debut. A product of thoroughbred background and 60 years of engineering know-how, these 


three cars proudly take their place alongside the other members of a distinguished family. 


Fiat now has 18 models in 6 series 
with prices starting at $1098* 

















- j Aa F distributed by... 
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1200 SPYDER e 2100 STATION WAGON e 2100 SEDAN 






















The Fiat 1200 Spyder has an entirely 
new body, designed by Farina, along 
with a higher output 63 horsepower 
four cylinder engine. The sleek new 
body features smoother, straighter 
lines and a disappearing top which 
folds away behind the seats. The 
63 horsepower engine has a com- 
pression ratio of 8.25 to 1 and pro- 
duces a top speed of 90 miles per 
hour. The Fiat Spyder is also avail- 
able with the new 90 horsepower 
1500 c.c. Osea twin-cam_ engine, 
capable of 105 miles per hour. 





Pict. 1200. Spyder. sesscssiccccesocsssresetee $2812* 
Fiat 1500 Spyder..........ccccccccsseesesenes $3730* 





*Port Of Entry Baltimore & New York 














The Fiat 2100 Sedan is the first Fiat to feature the completely 
new Fiat 6 cylinder engine. Not excessively large, it is nimble 
in traffic and seats 6 passengers comfortably. Other features 
are: 2054 c.c. engine developing 95 horsepower, 4 speed all 
synchromesh transmission, large luggage compartment, fully 
adjustable and folding front seats, a luxurious interior and 
curved windows front and rear offering full visibility. 


Fiat 2100 Sedan $2998* 





ROOSEVELT 
AUTOMOBILE CO. 


2825 V Street, N.E. Washington, D. C. 











Though it retains the elegance and fine lines of the 2100 Sedan, the 
Station Wagon affords a wider field of utility for the fun loving 
family. Like the Sedan, it features a 95 horsepower engine, 8.8 to 
1 compression ratio, 4 speed all synchronized transmission, positive 
action, highly efficient brakes, wide curved glass both front and rear, 
fully equipped instrument panel and separately adjustable front seats. 


Fiat 2100 Station Wagon $3250* 





HOFFMAN 
MOTOR CAR CO., INC. 


443 Park Avenue New York, New York :7 








MORE 


Wn 


WHEN YOU NEED IT WITH A 
JUDSON 


SUPERCHARGER 





Complete supercharger kits 
available for the 
TR-3, MG-A, VW, 190 SL, 
VW-Ghia, Dauphine 


A Judson Supercharger provides real 
sports car performance for the TR-3, 190 
SL, MG-A and VW-Ghia. It provides big car 
performance with small car economy for 
the Volkswagen and the Dauphine. You are 
getting only half the performance and 
driving pleasure that you should if you own 
one of these cars and it is not super- 
charged by Judson. It provides lightning 
fast acceleration, reserve power for any 
emergency, better control for safer driv- 
ing, immediate throttle response in any 
gear and a new thrill in driving. The dif- 
ference in performance between the 
supercharged and unsupercharged car is 
truly amazing and immediately apparent. 


Only Judson furnishes a complete super- 
charger installation in the form of a bolt 
on kit designed for a specific engine. Here 
is a supercharger that automatically re- 
places the vacuum in the manifold with a 
pressure in proportion to the load placed 
on the engine. The Judson Supercharger 
is bringing improved performance and 
complete satisfaction to over 60,000 
owners throughout the world. Unsolicited 
letters from hundreds of enthusiastic 
owners and road tests made by all leading 
auto magazines prove conclusively the 
efficiency and reliability of our product. 


WRITE TODAY FOR LITERATURE 





JUDSON 


RESEARCH AND MFG. CO. 
CONSHOHOCKEN. PA. 





from page 14 











Having the inside track with Chrysler, Ghia was quick to build a coupe on the Valiant chassis, as 
below. A very practical dream from the same firm is the rear-engined Selene prototype, above. 





TO THE MOON 


European body builders seldom produce 
out and out dream cars intended only 
for display. Recently, however, Ghia un- 
veiled Selene—moon in Greek mythology 
—a design study for rear-engined cars. 
Planned to accommodate six passengers 
on a wheelbase about equal to that of a 
Corvair, the Selene has a pilot and co-pilot 
arrangement with steering handles that 
can be swung from the left seat to the 
right seat. Duplicate two-pedal control 
is an added complication forced on the 
designers by the switchable steering gear. 
The four Moon passengers—placed aft of 
the control cabin—will really travel first 
class in individual contoured seats with 
a bar between the two rear-facing ones. 

Much closer to realization, and also by 
Ghia, is a smart coupe on the Chrysler 
Valiant chassis. Called the Chrysler 250 
Gran Tourismo, it is rather like a suit 
of evening clothes for the not-so-drab 
Valiant. Long — 200 inches overall — but 
low—51 inches—the 250 might be slated 
for limited production. Lending strength 
to this rumor is the past collaboration of 
Ghia and Chrysler in the production of 
small numbers of elongated limousines 
for diplomatic use. 


BMW MERGER 

BMW recently announced that it has 
finally sold out to three German banks 
and Daimler-Benz. It is reported that this 
new combination will rescue the old-line 
Bavarian firm from complete failure. Only 
18 per cent of the shares of the new cor- 
poration will remain in the hands of the 
old BMW concern. What will become of 
the present range of BMW cars has not 
yet been decided, but a spokesman for 
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the company stated that his firm will 
probably start assembling Mercedes-Benz 
cars. 

This move effectively kills all talk of 
an American Motors—BMW merger. Of 
interest to observers on the European auto 
scene is the growing girth of Mercedes- 
Benz. M-B has now absorbed its two big- 
gest pre-war rivals— Auto Union and 
BMW. 


IN THE WORKS 

Not officially confirmed is the introduc- 
tion next Spring of a 1600 cc car by 
Peugeot. If it goes into production the 
404 will have a body by Farina—as does 
the present 403—with much of the Austin 
A-55 about it, except that it will be lower 
and less sculptured. A continuing grape- 
vine item in France—aside from the wine 
—is the possibility of a 3 CV Citroen to 
replace the venerable 2 CV. Not sold in 
any great numbers in this country, the 
2 CV has, during the past 11 years, almost 
replaced the bicycle in its native country. 
Naturally there is a steady flow of gossip 
about the possible future production of 
France’s biggest producer—Renault. ‘Iwo 
distinct new models are rumored. One is 
a 3 CV intended to replace our old love 
the 750 and /or a big car with hydropneu- 
matic suspension to supersede the Frigate. 
The biggest problem facing Renault at 
the moment however, is how to produce 
enough Dauphines and Florides to fill the 
demand. This is one difficulty any manu- 
facturer would like to face. Adequate pro- 
duction of present models might just 
prevent introduction of any new designs 
in the immediate future. 


(Continued on page 74) 
























1960 RACING SEASON IS HERE 


prepare now! 


IMPORTED ITALIAN 
Sala-Sport 
RACING & DRIVING SUITS 


IN: White, Grey, French Racing 
Blue, Red, or Black 


ONE PIECE SUIT 


$1 5.95 ppd. 


These distinctive garments are original 
Italian racing suits. Preferred through- 
out Europe for comfort and utility. 
Not only most practical for races, ral- 
lies, are also excellent for informal 
lounging. Made to be laundered. Fea- 
tures—elastic gathered wrists, waists 
and ankles. Mandarin collar. Roomy 
pockets with heavy duty zipper closures. 
Tailored poplin fabric. Available in 
o-* colors. Men’s sizes only: 36, 38, 


TWO PIECE 
RACING SUIT 


~~, $1 6.95 ppd. 


(Pants, $7.95 
Jacket, $9.95) 





Driving Gloves $7.95 
per pr. ppd. 


Racing Gloves $7.50 
per pr. ppd. 


iMPORTED ITALIAN Sala-Sport gloves feature NON- 
SLIP GRIP. In skin-soft Italian leather, well venti- 
lated, double leather palms. Four distinctive styles 
(except Shorties) in all sizes, including very small and 
very large: your choice of all black; tan and natural 
brown; white leather back and tan palm; knit back and 
brown palm. SHORTIES in knit back and brown palm 
only. Sizes: 614-10 inclusive for ladies and gentlemen. 


amco 


M/Z WIND WINGS 
and SUN VISORS 


for driving comfort 


All “‘amco” wind 
wings and sun visors 
have highly polished 
edges — Fittings are 
made of machined 
brass, triple chrome 
plated 






i 


te 





WIND WINGS 
MGA; MG-TC-TD-TF; Triumph 
600-1100; Sprite 


2-3; Berkeley; Fiat 
6.95 per set ppd. 

Austin-Healey 100/4 & 100/6; Jaguar XK120-140 Road- 

ster; Alfa-Romeo; Porsche CPE; Mercedes 190SL 

$19.95 per set ppd. 
Karman-Ghia $24.95 per set ppd. 

SUN VISORS 

MGA; MGA CPE; MG-TC-TD-TF; Triumph 2 & 3; 

Austin-Healey 100/6; Berkeley; Sprite, $6.95 ea. ppd. 

Jaguar XK120-140-150; Austin-Healey 100/4 

$7.95 ea. ppd. 


Ski 
ral bi 


Racks 


__ by 
amco 





$22. 95 ppd. 


No longer is it necessary to leave the top down or risk 
damage to your expensive ski equipment. The amco Ski 
Rack is crafted from heavy guage steel tubing, triple 
chrome plated and comes equipped with threaded 
clamps for holding two (2) sets of skiis and poles. 

The Rack sits on four suction cups and is attached to 
the deck lid with two aircraft type turnbuckles for easy 
attaching and positive slip-proof placement. Fits all 
sports cars with rear deck except Triumph and Sprite. 










NEW yn 
. <r. yDYOT 


UNIVERSAL 
Side 
\ Mount 


MIRROR 
Made in_ England. 
Raydyot’s latest accessory, 
accentuates the distinctive ap- 
pearance of your car. For mounting 
on side of door or next to windshield 
Self-tapping screws and rubber base 


post. 
washer included. Exquisite craftsmanship, triple 
chrome plated on brass. Pillar is reversible for use 


on left or right side. 
Flat Mirror Glass. 


Specify your choice, Convex or 


$1.95Switch 


ea. ppd. by “‘Raydyot”’ 
Made in England. Completely new 
auxiliary switch as fitted to many 
leading cars as original equipment. 
positive toggle action with exclusive 
shaped operating lever. Perfect driver finger 
tip contro] means extra safety under night 
driving conditions. Specify your choice: 
White or Black Lever. 


FIA APPROVED 
BRITISH MADE 


Racing 
e Mirrors 
ay by “Raydyot” 
$5.95 ea. ppd. 


Shatt@rproof mirror in your choice of flat or convex glass 
mounted in streamlined spun aluminum cone housing. 
Wt. 5% oz. Adjustable base with positive locking device. 
Recommended for cowl mounting. 


Enamel a Chrome 


ee SS Cuff Links, 

/ .95 pr. ppd. 

WwW Tie Bars, 
$2.95 ea. ppd 


Beautifully finished in rich vitreous enamel (jewellers’ 
quality). Links double-hinged for ease of insertion and 
perfect comfort in use. De-Luxe pack—of velvet padded 
black plastic case with transparent lid. Emblem Cuff 
Links & Tie Bars available for: MG, TR, Jaguar, A-H, 
Alfa, Corvette, and many others. 


i studs and 


L>@, OFFICIAL 
Your choice of: 


Crossed Flags 

of Distinction 
USA/GT. BRITAIN; USA/FRANCE:; USA/ITALY. 
95 ea. ppd. 


Exclusively designed for 
—— —— ee ee oe eee ee ee ee ee eee eee ee ee ee ee 


us. Executed in full 
FOREIGN CAR Tire Chains 


color. Jeweler’s Enamel 
and beautiful chrome 
ner orced, non-skid chains of extra- 


finish. Complete with 








heavy construction. Al similar in 
desians to regular chains, are made 
ae eS aterial throughout ‘and will 

po lag oan yg motoring 

tions. Prices F.0.B. Los Angeles, Prices 

of other sizes upon request. 

5.2018 12.45 
.50/5.90215 13.95 
5.00K15-5.20K14 ...ccrcccerersesscssesscssrecveen Sad D 
6.00x16 16.95 














JUST OFF THE PRESS — OUR 
1960 REVISED CATALOG 


Profusely illustrated catalogue containing hundreds 
of accessory items imported and domestic, repre- 
senting our complete line. Catalogue of automotive 
accessories for the foreign and sports ear owner and 
enthusiast. 50¢ ppd. (refundable on first order). 


Custom Chrome 
Gear Shift Knobs 
a amco 

$2.95 ea. ppd. 


Chrome plated Gear Shift Knobs of 


2 distinctive design with car crests, 
crossed flags and St. Christopher 


medallions in raised metal outline. Formed for com- 
fortable, safe gear shifting. For: TR, Renault, A-H 
100/4 & 100/6, MG, Mercedes 190SL, Sprite, Jag, 
Corvette, Volks, Porsche, Volvo. 


BELL 500 TX* RACING 


Crash Helmet 


New energy absorbing non-resil- 
ient liner as specified by the 
Snell Fund Study. This study 
conducted by Geo. G. Snively, 
M.D. is the first comprehensive 
racing crash helmet test ever 
made in this country. *Licensed 
by Topex. Sizes: 634” thru 7)4”. 


Helmet with visor, $38.50 ppd., less visor $37.00 ppd. 


ny BELL “SOOTX” 


Bubble Shields 


Made of non-inflammable plastic. 
Are streamlined and shatter re- 
sistant. Tested at over 200 mph 
and gives undistorted vision. 








SNAP FLIP 
<< CLEAR BUBBLE SHIELD 
pod. ___ $2,05 poe. 
CLEAR with SUNSHAD 
~ a 
TINTED BUBBLE SHIELD 5.50 ppd. 8.50 ppd. 
TINTED with SUNSHADE 5.95 ppd. 8.95 ppd 


*Flip UP model comes in two sizes: SMALL, 
up to & incl. size 7; LARGE for sizes 74 and larger. 


Ta 


THE WELL KNOWN 
DERRINGTON RACING 


Steering Wheel 
$50.00 ppd. 


State make, year, model 

of car. 

AH, Jag, MG-A, TC, TD, TF, 
TR 2 & 3, AC, Corvette, Por- 
sche, Aston-Martin, Alfa Romeo 
1300 only. 

Duralumin one-piece frame with 
rim made in contrasting lamina- 
tions of light African Obechi wood and rich dark Ma- 
hogany. Hand French polished, finger serrations for a 
much more firm grip. This wheel is slightly smaller in 
diameter (16”) and allows an ease of handling not ex- 
perienced with stock wheels. No driver who has tried- 
one has ever failed to express his enthusiasm for the 
distinctive Derrington wheel. The purchase price includes 
all necessary fittings. (Corvette, 17” dia.) 


HEAVY DUTY ALL RUBBER Two-Tone 
Floor mats 


$7.00 
per pr. ppd. 


$3.50 


each ppd. 
With name of your car molded in rubber. You will wear 
heel marks completely through the carpeting of your car 
within three or four months if you do not protect it. 
High heels on passenger side are particularly destruc- 
tive. Choice of colors. Red, Black, Blue, Green. STATE 
MAKE OF CAR. For: Mercedes; MGA; MG; Fiat; 
Triumph; Renault; Corvette; T-Bird; Alfa; Porsche; 
Austin-Healey; Hillmz:n; Jaguar; Aston; RR; Morris; 
Morgan. 








TO ORDER: Send check or money order. Enclose a min- 
imum of 14 deposit for C.0.D. Calif. residents add 4% 
state tax. We extend a 10-day money back guarantee on 
all merchandise. When applicable, state size, style, 
color, and 2nd choice if acceptable. 


Vilem 2. 


>= Go. Go- Se. I 


INCORPORATE OD 


FOREIGN AND SPORTS CAR ACCESSORIES CENTER . 
10305-07 Santa Monica Blvd., West Los Angel 


es 25, Calif 
BRadshaw 2-4455 or CRestview 1-3775 


Just three blocks west of the Beverly Hilton Hotel 


DEALERS INQUIRE 








NEW PRODUCTS 


This 17-jewel Benrus watch is known as the “Competition”, and features an auto- 
mobile crest on the face. The watch is waterproof, dustproof, and shock-resistant. 
Luminous hands and numerals are easy to read against the matte black finish of 
the face. The price is $35.75 including Federal Tax, plus $1.50 for postage, 
handling, and insurance. The “Competition” is available only from Pritchard-King, 
Inc., Short Hills, New Jersey. 


The well dressed enthusiast might well be seen in one or more of these items 
offered by Continental Motors, 230 Wells Fargo Drive, P.O. Box 1302, Scottsdale, 
Arizona. Hand knitted Irish sweater for $30.00, Les Leston racing pants in flame- 
proof poplin at $12.50, Leston racing boots at $14.00. Also available is a complete 


racing suit for $18.00. 


Fiat owners who want more power will be inter- 
ested in this modification kit from Nardi-ltalia 
Distributors, 1147 North La Brea, Hollywood, 
California. Designed for the Fiat 1100, it is 
claimed to increase horsepower to 65 bhp. 
Other kits are available for Fiat 600/750. For 
prices write to Nardi-ltalia. 





The famous Zippo cigarette lighter is now available with engraved and color-filled 
sports car emblems. Emblems available are Austin-Healey, MG, Triumph, Porsche 
and Jaguar. Price is $4.75 postpaid from Hillson Sales, 1 Harper St., Stamford, N.Y. 


More trunk space is available in most sports cars by simply removing the spare 
tire. Accessory Engineering, Box 415, Manhattan Beach, California, solves the 
problem of where to put it. A chrome-plated tubular steel frame supports the 
wheel which will not vibrate even at high speeds. Extension of the bumper is 
accomplished by the use of machined steel brackets, while the resulting space is 
filled with polished stainless steel plates, which may be painted if desired. Fits 
both wire and disc wheels ot a price of $39.50 for either MGA or Triumph. 
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IMPORTANT Nas ABOUT 







The New 2000 is here! 


Now added to the distinguished Alfa Romeo family is the exciting and beautiful new 2 Liter 
roadster styled by Carrozzeria Touring. You will be amazed at the lightning acceleration 
and silent power of this new great Alfa Romeo model. See and drive it 


to confirm that “Italians Build Such Exciting Cars’ 


GIULIETTA SPIDER 1300cc, 91 hp, 96 mph $3597 
GIULIETTA SUPER SPIDER 1300cc, 103 hp, 118mph $3967 
GIULIETTA COUPE 1300cc, 91 hp, 103 mph $3931 
GIULIETTA VELOCE COUPE 1300cc, 103 hp, 118 mph $4222 
2000 SPIDER 1975cc, 131 hp, 126mph $5398 













Lesceret POE PRICES 








Illustrated: Giulietta Spider 


US. Distributor: 


Of é MAN New York: 443 Park Ave., PLaza 9-5120 + Beverly Hills, Calif., 9130 Wilshire, CR 4-8231 - Call or write for nearest dealer 











EDSEL: 
AUGUST 1957 — NOVEMBER 1959 


m As predictable as it might have been, 
the demise of the Edsel hit the Detroit 
scene hard. This was the car —creation, 
even —of ‘the crewcuts, the market re- 
searchers, the product planners. Edsel was 
designed to appeal to that well-known type, 
the rising young executive. 

Even before Ford’s answer to Dodge and 
Pontiac went on sale in the late summer 
of 1957, the pallor was upon the medium- 
priced market. The pace setters, the mode 
modelers were already shying away from 
Detroit’s bedazzled behemoths. Southern 
California freeways and Connecticut lanes 
were reverberating to the putt-putt, the 
VAROOM! and the beep-beep. 

In 1957, a whopping 50,393 Edsels were 
turned out before the new bright star on 
motordom’s horizons began settling. The 
number dwindled with the Recession to 
28,953 in 1958. Including a few thousand 
1960 models — the best made and best look- 
ing of the lot —1959 production of the 
Edsel mounted to 30,120. True, the Edsel 
was never a special-body offering of a lux- 
ury car; yes, more than a mere handful 
were produced. Yet we wonder if, in a 
few years, the Edsel might not be more 
than just a curiosity. What will be the col- 
lectors’ delight of 1985? 

The timing of the last swing of the axe- 
man at Edsel’s body politic came as a sur- 
prise. Middle executives in the division 
knew nothing until the day before the pub- 
lic announcement. Apparently once Ford 
executives were assured of the success of 
the Falcon and the reality of the economy 
market (for the Comet as well) , the sword 
was allowed to fall. 


NOSTALGIA DEPARTMENT 

(If we had written this for last month’s 
Newsletter, we'd be prophets — but truly 
we did write it before we had an inkling 
of Edsel’s immediate fate.) 

Thirty-five years ago, in 1925, some 53 
different auto makes were turned out by 
U.S. producers. The top ten include some 
well-known brands and some long forgot- 
ten: (in order of registrations) Ford, 
Chevrolet, Buick, Dodge, Essex, Overland, 
Studebaker, Hudson, Nash and Star. 

Wonder what another 35 years will do 
to the world’s list of motor cars? There are 
those who say European auto makers are, 
market-wise, about where the U.S. was in 
the mid-twenties. Pontiac, which didn’t 
exist as a nameplate in 1925, turned out 
its seven millionth car in mid-October. 
Edsel died in mid-November after only 26 
months. And all but nine of the 53 in 1925 
have gone the way of all flesh... ashes 
to ashes, rust to rust. 


THERE’S A FOUR IN YOUR FUTURE 

Let’s talk about fours — Detroit fours. 
When market planners and engineers for 
the Big Three were in product planning 
stages for the Falcon, Corvair and Valiant, 
four-cylinder engines were considered — 
and then dropped. 

Ford brain-pickers undoubtedly put in 
the most research on four-bangers at the 
consumer end. Early planning was very 
much in favor of the typical in-line OHV 


SETROIT NEWSLETTER by Mike Davis 


four-cylinder power plant in the Falcon, 
but was finally over-ruled for some good 
reasons: 

1. Market research showed most poten- 
tial customers wanted a six-passenger car, 
weighing somewhat more than a four or 
five passenger model. 

2. Many would-be buyers indicated they 
would pay extra for automatic transmis- 
sion. 

Because of the increased power required 
for added weight and an automatic trans- 
mission, the four was replaced by the six. 

But the fact remains: Ford did engineer 
and run prototypes of four-cylinder-pow- 
ered Falcons. 


TOO ROUGH OR JUST TOO SMALL? 

At Chevrolet, the same _ result was 
reached along somewhat different lines of 
thinking. According to Ed Cole, the Cor- 
vair opposed six has better inherent bal- 
ance than an opposed four. And, like the 
Falcon, the Corvair had power require- 
ments for the American market which de- 
cision makers felt excluded a four. Not to 
mention the fact Cole wanted an engine he 
could tinker with in the upward direction. 

Since Chrysler’s Valiant was originally 
conceived as a continental product, a four 
was no doubt considered first. But the 
double persuasion of American market 
tastes and the lure of sharing tooling cost 
with the new Plymouth and Dart OHV 6 
called the turn here. 

Don’t think that’s the end of Detroit 
fours, though. 

Does this early stage development work 
mean even smaller “small cars” are in the 
offing from Detroit? It could. The ‘com- 
pact” or “economy” Falcon, Corvair and 
Valiant fit into a particular market seg- 
ment, according to both price ($2,000) and 
customer (the suburbanite) . They are not 
Specificially competitive with Volkswagen, 
Renault, Ford Anglia or the cheapest Sim- 
ca, which cost less, are smaller and do 
not offer automatic transmission. 


WORLD MARKET 

But there.seems to be a growing indica- 
tion of a need for U.S.-made cars to com- 
pete in this lesser size, power and price 
classification — not so much in the US. 
market as in the rest of the world. 

Detroit executives have been fond of 
pointing out lately that the world market 
—Latin America, Africa, Asia and the Com- 
mon Market area—will comprise a bigger 
source of sales than the U.S. and Canada 
within five to ten years. And this is a 
market which apparently requires much 
cheaper, smaller and more spartan ve- 
hicles than Detroit’s newest new cars. 


OUT ON THE WELL-KNOWN LIMB 

All of this leads us to some current 
rumors in the mecca of motordom: even 
smaller cars are in the works. At Ford. At 
GM. At AMC. And probably at Chrysler. 
And by this we don’t mean the “medium- 
priced” small cars like the Mercury Comet 
and the BOP. 

Of course, it’s entirely possible it’s a 
smoke screen like the Holden bids on the 
Corvair, but another General Motors divi- 
sion — Pontiac — is putting out blueprints 
to toolmakers for a four-cylinder block 
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which is described as resembling one bank 
of a V-8. One answer might be that this is 
preliminary work being done for one of the 
GM European subsidiaries. On the other 
hand... 


THE SOLUTION TO FRONT DRIVE 

Then there’s the tale of Ford and front 
wheel drive. Ford engineers are acknowl 
edged by their colleagues in other compa- 
nies to have solved most front wheel drive 
problems. 

Ford has run test model front drives on 
Thunderbirds and early model Falcon pro- 
totypes. But the bugaboo all along has 
been tire wear. With a great deal of weight 
on the front wheels, front tires are chewed 
up in no time. And if a rear-engined car 
has oversteer, a front drive job has under- 
steer — it wants to keep on going straight 
at a turn. Front gears and steering control 
have been a problem and front brakes 
tend to be overloaded. 

But one of the main reasons European 
front drive cars have not experienced the 
degree of difficulty Detroit has is that their 
engines are simply lighter, smaller and 
less powerful. In at least one case, say De- 
troit engineers, a continental maker equips 
its cars with different-sized tires front and 
rear, a practice unacceptable in the U.S. 

So the weight problem of a front wheel 
drive brings us back to four cylinders. By 
the same token, aluminum rears its shiny 
head, or rather, block. Such a lightweight 
power plant would minimize, in the eyes 
of Dearborn engineers, the worst draw- 
backs to front wheel drive. (In a parallel 
situation, Chevy engineers found alumi- 
num was the sine qua non of their rear 
engine car.) 

The front wheel drive arrangement in 
an early Falcon, incidentally, presented an 
unusual configuration. The block was 
slanted to one side like the Valiant. ‘The 
power came out the rear in normal fashion, 
then went into transfer gears out to the 
left and then forward beside the block. 

Ford, then, has the technology for front 
drive; the aluminum is readily available 
from the die casting plant and molten 
metal contract with Reynolds at Listerhill, 
Alabama, and suitable four cylinder de- 
signs have long undergone tests. 

It is unlikely, however, that such a four- 
cylinder, front drive car would be pro- 
duced with the North American ‘market 
mainly in mind. 


AMC’s VEE ENGINES 

Cash-laden American Motors, mean- 
while, is a buzzing beehive of engineering 
activity, including some interest in four 
cylinder mills. The Austin-built Metro- 
politan is due for a major change, but 
whether it will utilize a U.S. or English 
engine is not known. 

AMC has done extensive development 
work for the Defense Dept. on the V4- 
powered Mighty Mite. Romney’s boys re- 
portedly have made a deal with a major 
supplier for die-casting of aluminum vee 
blocks, and it would make more sense to 
expend this effort on the old four and six 
cylinder power plants than the relatively 
new — and unfortunately low-selling — V8s. 


(Continued on page 24) 
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The Austin Healey ‘3000’ 


ODDS-ON F AVORITE. The sky’s clear, the air’s like wine. You're ready for fun, and ready 


to go. And so is this spirited performer. The Austin Healey ‘3000’ is the fabulous successor to 
the famous Austin Healey 100-Six which has dominated competition in its class. The ‘3000’ 
hugs corners, clings to the road with sure-footed assurance. Has speed in reserve for a straight- 
away 115 m.p.h. Disc brakes bring it to a smooth, straight-line stop. Take this beauty out 
on the road, and youre really living. For as low as an $3051 P--€- (2 or 4 seater). 


The AUSTIN HEALEY SPRITE. The low- 
est priced true sports car on the market. 
Cleaned up in its class at Sebring. Top 
speed, 85 m.p.h. For as low as $1795 p.o.e. 


Products of THE BRITISH MOTOR CORPORATION, LTD., makers of Austin Healey, Austin, MG, Magnette, Morris and Riley cars. Represented in the United 
States by Hambro Automotive Corp., Dept. 26, 27 W. 57th St., New York 19, N. Y. Sold and serviced in North America by over 1000 distributors and dealers. 
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ROBERT BOSCH. 


HEAVY DUTY 
” SPARK PLUGS 
V PARTS 

v ACCESSORIES 


Why experiment with substitutes? 
Replace with the original—replace 
with ROBERT BOSCH. 


Gives you best possible performance 
because ROBERT BOSCH heavy 
duty spark plugs, parts and acces- 
sories are specially designed for 
your car—engineered to meet your 
car’s individual requirements— 
backed by the skill and reputation 
of the world’s oldest manufacturer 
of automotive equipment. 


ROBERT BOSCH, original equip- 
ment on many popular imported 
cars, is your safest bet for top 
performance. So when you replace, 
insist on the original—insist on 
ROBERT BOSCH. 





ROBERT BOSCH 
Spark Piugse Ignition Coils 
Horns e Voltage Regulators 
Electric Windshield Wipers 














ROBERT BOSCH automotive equipment and parts are available 
to dealers in all areas. For name of nearest distributor write to: 


ROBERT BOSCH CORPORATION 
40-25 Crescent St., Long Island City 1, N.Y. * 225 Seventh Street, San Francisco 3, Califoraia 
® Reg. U. S. Pat. Off. ROBERT BOSCH GMBH Stuttgart 





THE SCAMPER 


King Richard’s Trailer Sales 
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VY 
ESPECIALLY DESIGNED FOR SPORTS CARS v 
Length 10’ Overall width 68” Only 550 Ibs. V 
Y All screwed and bolted body. VY All aluminum exterior. 
Two-inch channel frame. * 
Y Standard float oxle v Two windows. Vv 
undercarriage. V Two doors. 
VY Standard 2” coupler. Y locking door handles. VY 


King Richard’s Trailer Sales 12708 So. Atlantic Blvd. 


Tel tah ilael ile ofall slelaks|-me Ahisle) hamalelala: 
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2-burner stove. 
Large sink. 

Sink drain. 
Six-gallon water 
tank. (with out- 
side filler cap) 
Gravity flow to 
faucet. 

25-\b. ice box. 


v 


tn Pin dip: Fe 


CHECK THESE ACCOMMODATIONS: 


All aluminum 
work area. 


Drop leaf table. 
Storage space. 


2 six or 12-volt 
dome lights. 


Inside cabinets. 


Three-quarter 
mattress. 


* NEwmark 2-7166 * Compton, Calif. 


Progres sive 


deoler 


inquiries invited 











Detroit Newsletter 
from page 22 


One of the features of the AMC experi- 
mental military engines was modular 
cylinders, which could be made into a 
variety of configurations: two-four-six- or 
eight-bangers. It is not unlikely that AMC 
could offer a new, economical, lightweight 
power plant in the American series with- 
out radically changing the exterior, which 
is beholden to static styling policy. 

So look closely at the silver lining — it 
may be the anodized aluminum on cylinder 
liners for a Detroit four. 





MIXED BLESSINGS 


Getting back to earth again, the shut- 
downs due to the steel strike probably bode 
well for the car buyer, for it gave auto- 
makers an excellent opportunity to make 
production, or running, changes in the 
early 1960 models. 

These improvements are particularly im- 
portant for the new compacts. They are 
completely new cars from the ground up, 
with little or no carry-over and more op- 
portunity for error in design or assembly, 
regardless of the degree of pre-introduction 
testing. 

About 60,000 Corvairs were turned out 
before GM plants shut down in early No- 
vember. And you can bet any Corvairs 
made after that time are better cars — al- 
though the originals represent new highs 
in quality. Among the changes reported 
on the Corvair were gear linkage, fuel 
pump, carburetion, emergency brake, seat- 
ing and some body details. 

Valiant’s early difficulties were obviously 
in the body-and-trim quality department, 
although insiders say it is the most nearly 
perfect all-new car Chrysler has ever pro- 
duced. Chrysler has suffered considerably 
from uneven quality ever since it embarked 
on necessary cost-cutting several years ago 
(You’ve heard of feather-bedding?) . This 
year it is working harder than ever to keep 
up with its competitors in quality. The 
problem, of course, is determining and 
then achieving the proper degree of bal- 
ance between quality and cost. 

For the consumer, though, the petering 
out of most Detroit production was a 
three-edged blade (Yeah, three. Haven't 
you ever seen a sword cane?) : slow delivery, 
limited selection and high (undiscounted) 
prices. For the import dealer, it may have 
been a blessing...and it certainly puts 
a longer fuse on the coming sales battle 
dynamite. 
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is where you find it...and two of the 
best examples are t right here ! 
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The Daring, Dramatic aimler 


The very appearance of the Daimler asserts its supremacy . . . venturesome, flawless lines . . . complete 
mastery of road or track thanks to a V-8 140 HP engine that bullets it up to 120 MPH. Accommodating 
three adults, or two adults and two children, this unique sports car boasts hydraulically operated disc 
brakes, retractable glass windows and a convertible fabric top. A hard top is also available, as are auto- 
matic transmission, overdrive and wire wheels. Here, indeed is a car for the connoisseur! 





The Breathtaking [33(0) ROW /A\R[D) 


Here is a compact car that seats 6 adults in complete comfort, stretches your gasoline money twice as far. 
The heavy-gauge steel unitized body affords extra safety, permanent freedom from noise, and there is 
| coil spring suspension on all four wheels with double jointed split rear axle for better all-weather traction. 
Its 3-to-1 steering ratio and shorter wheelbase give sports car cornering, easy parking. Heater, defroster, 
directional signals, side mirror, back-up lights are standard equipment . . . though Borgward costs $1000 
less than comparable cars! 


: - al t? Gs U Ss Service and Parts Immediately © 

Available from Coast to Coast. Donte ° GQalting, ore. 
| IMPORTED CARS, INC. Write for Handsome Color 
: Brochures and Names of 1000 South Hope Street 
: 1717 Broadway (at 54th St.) 


Quality Dealers in Your Area. Los Angeles 15, Calif. 
New York 19, N.Y. g 
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Hard top...soft life! 


The living is easy in a Triumph TR-3 Grand Touring 
Model. (Witness this lucky Las Vegas driver.) 


The steel hard top is readily detachable. But so many 
people like its smart looks and year ’round comfort they 
just don’t take it off. Hard top or not, the TR-3’s nimble 
handling and orthopedically designed seats make you 
forget the miles and enjoy the fun of driving. 


Everything about the Triumph TR-3 Grand Touring 






7RIUMPS 








6 reasons why the TR-3 is U.S.A.’s #1 sports car buy: 
1. DISC BRAKES: Standard equipment on front wheels for 
maximum braking efficiency; will not fade, grab or lock. 


2. 1991 cc. ENGINE: 100 horsepower; top speed: 110 miles per 
hour; acceleration: 0-50 in 8 seconds. 


3. GEARBOX: 4-speed; short throw for easy shifting; heavy duty 
synchromesh in 2nd, 3rd and top offers rugged, smooth operation. 
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Convertible model, $2675 (At U.S. Ports of Entry, plus state and/or city taxes—slightly higher West Coast.) Standard-Triumph Motor Company, Inc., Dept. F-20,1745 Broadway, New York 19 









Model is “grand” but the price. It costs $500 less than any 
comparable sports car... gives up to 35 miles per gallon. 













The TR-3 has won Ist in class in countless rallies on both 
sides of the Atlantic. So it’s not surprising it’s America’s 
number one selling sports car. 


The soft life begins at your Triumph dealer. See him 


today fora 
TR-3 


test drive! 
TOUMINS $2835 







4. FRAME: Rigid “X” type for stability; rust-proofed steel. 


5. HAND BRAKE: Racing type—centrally mounted; has quick 
release “throw-off” action. 


6. RACING CLUTCH: Heavy duty woven lining for longer life. 


OPTIONAL EXTRAS: Overdrive, soft top kit, rear seat, wire 
wheels, white walls and others (ask your dealer). 


SERVICE: Dealers in every state—over 700 of them in all 
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FROM FRANCE 


FROM ENGLAND 





Facel 


B- The only all-new car from France is the Facel-Vega Facellia, 
In appearance the new car follows the styling theme started 
by the bigger Chrysler-powered Facel Vegas, the difference 
being that the Facellia, with its 1600 twin-cam engine, is in 
the Porsche and Alfa class. Designed from the ground up as 
a luxury sports-touring car the baby Facel Vega uses an engine 
expressly developed for it by Harry Weslake, who was also 
responsible for much of the development work on the C-type 
Jaguar engine. His latest effort is claimed to produce 115 bhp 
at 7000 rpm, which is a pretty fair power output for a pro- 
duction-type twin-cam four. At the present writing greater 
torque, lower down in the rev range, is being sought from 
this interesting new engine. The Facellia chassis is derived 
from the bigger Vega series, having independent front suspen- 
sion along with a one-piece rear axle. Dunlop disc brakes are 
used on all four wheels, and a Ponte-a-Mousson four-speed 
gearbox completes the mechanical specifications. A production 
goal of about 5000 units annually is being aimed at by the 
Facel management. This firm turns out all the body pressings 
for the Panhard sedan and the Simca sports, which makes it 
one of the biggest sheet metal fabricators in France. Thus the 
Facellia can be thought of as a serious attempt by a large 
French manufacturer to produce a quality sports car at a 
reasonable price. 








Austin 


bm The BMC group have, in the last year or so, redesigned 
their complete range of cars. All of the sedans have been given 
very Italian-styled bodies plus suitable interior rearrangement. 
The Austin A-40 was the first of the BMC family cars to be 
given the Farina treatment. This was followed by the A-55, 
the MG Magnette, and the Wolseley. All of these vehicles were 
powered by engines built up on one of three basic blocks— 
tagged A, B, and C by company engineers—with various com- 
binations of carburetors, cams and compression ratios. Last of 
the sedans to receive the Latin touch were the Austin A-99 and 
Princess. The two new cars share similar mechanical specifica- 
tions. Both use a 3-liter development of the C series six-cylinder 
engine, which is also used to power the new Austin-Healey 
3000. Lockheed disc brakes are used on the front wheels, with 
conventional drums at the rear. Total swept area of the new 
braking system is 300 sq. in.—a high figure for the size of the 
car involved. A simple device, found also on the BMC mini 
cars, shares the braking effort between the front and rear brakes 
up to a rating of 0.4 G. Added pedal pressure is applied wholly 
to the front wheels, thus preventing the rear wheels from lock- 
ing during panic stops. An interesting new transmission, utilizing 
a three speed gearbox with Porsche-type synchronization be- 
tween each gear, is mated to a Borg Warner overdrive unit. 
This, in effect, gives the A-99 and Princess a five-speed gearbox. 
The interior and final body assembly of the Princess series will 
be handled by Vanden Plas. This old and established coach- 
building firm will also assemble the optional limousine body. 
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Ford 


®& Ford of Dagenham’s new Anglia model is a completely 
redesigned automobile. The body style features a rear window 
with a pronounced wrong-way rake. Even more interesting is 
the all-new engine, and four-speed gearbox. This last is the 
first use of four cogs in English Ford’s history. The new 997 
cc engine produces 4] bhp, and is further distinguished by a 
very—3.19 in. by 1.90—oversquare bore-stroke arrangement. 
A brief sampling of the Anglia at Goodwood during the motor 
journalists’ day. proved the new four cylinder flexible and 
noise-free at high revs. The new gearbox and shift linkage 
also got high marks. It was light to use, yet direct and positive 
in action. 

















® Daimler has introduced a new engine to be used in their 
Majestic Major sedan. What makes this power plant interest- 
ing is the fact that it has enough muscle to accelerate the 
weighty Major from zero to 100 mph in 28.9 seconds. To do 
this a.V8 of 4.5-liter capacity is required. It produces 220 bhp 
at 5500 rpm. Overhead valves are pushrod-operated from a 
single central camshaft, while two S.U. HD 8 semi-down- 
draught carburetors handle the chore of supplying fuel/air 
mixture. Interesting point—the 4.5 is seven inches shorter, 8.5 
inches lower, and 28 pounds lighter than the 3.8 liter six that 
it replaces. What better chart of the progress of engine design? 





Pride of place on the Jaguar 1960 roster is occupied by the 
Mark II versions of the 2.4 and 3.4 sedans. Externally the 


new Mark II’s differ only slightly from the older models. Obvi- 


ous body changes are the increased olass are and thinner 


pillars. Not so obvious is the increased—4 ft. 2.1 in. to 4 ft. 


9.4 in.—rear track, and the repositioning of the exhaust tail 
pipes. Mechanically much has been changed. The output of 
the 2.4 engine has been raised from 112 to 120 bhp at 5750 rpm. 
If a prospective owner feels that he needs more power the 
standard 3.4, giving 210 bhp, or the 3.8, producing 220 bhp, 
are available This last should give really gran turismo 
periormance 

['o handle all this power better, both front and rear suspen- 
sion have received detail modifications. The roll center at the 
front has been raised from 3% of an inch below ground level 
to 314 above ground. This was achieved by lengthening the 
lower section of the vertical link carrying the stub axle, and 
reducing kingpin angle from 7.5 to 4.25 degrees. The Mark 
II’s are also the proud possessors of a completely new instru- 
ment panel. The speedometer and rev counter are now placed 
directly in front of the driver. Other instruments indicate 
water temperature, oil pressure, generator charging and fuel 
level. Also included are six toggle switches, button start, ‘igni- 
tion lock, and cigarette lighter. All of these instruments are 
surrounded by polished walnut. 





» A. C. Cars, Ltd., have received many requests from Aceca 
coupe owners for a car with a back seat. A. C.’s answer, the 
Greyhound, seems to take good care of this market. Based on 
a completely new twin-tube chassis, the Greyhound is larger 
than the Aceca yet tips the scales at only a few pounds more 
than its smaller stablemate. Room for the full rear seat 
necessitated a 10-inch greater length and a more forward place- 
ment of the 2-liter Bristol-BMW engine. 

The transverse leaf springing system used on the older Ace 
series has been abandoned in the Greyhound in favor of upper 
and lower wishbones at the front, and a pivoting triangle— 
reminiscent of the Chevrolet Corvair—at the rear. This system 
of four-wheel independence resembles one tried by A. C. on a 
’58 Le Mans car. All of this engineering sleight of hand reduces 
wheel camber during spring bump and rebound at the rear, 
which in turn places the job of steering squarely on the front 
wheels. The Greyhound is powered by the venerable Bristol- 
built BMW-derived 2-liter six tuned to give 105 hp at 5000 
rpm. Bristol supplies still further stages of tune. The D-type 
produces 120 hp, while the enlarged—2216 cc—version supplies 
130 hp. Naturally, the dollar-per-horespower ratio increases 
when Greyhounds are purchased with power packs. A. C.’s 
new four-seater would seem to be a logical progression in per- 
formance and design from the well-proven Ace and Aceca 
models. 








& Close to the A.C. Greyhound alphabetically and mechani- 
cally is Bristol’s Zagato-bodied GT coupe. Based on the 406 
chassis, the GT uses the hottest version of the Bristol engine. 
A top of 108 mph is claimed, which represents admirable 
performance from the car’s modest 130 hp. Interior trim and 
layout are fully up to Bristol standards—which means they 
are superb. All in all, the Z-bodied. Bristol GT coupe is a 
dream car that can be had for cold, hard cash. 








FROM ITALY 


FROM SWEDEN 


FROM GERMANY 








Maserati 


Abarth 





& The new Maserati will leave lovers of brute horsepo er 
talking to themselves for many months. Called the 5000 Coupe 
it is built around a 340 bhp 5-liter V8. Only four dual-throat 
Webers are needed to feed this ravening monster. The rather 


on 


ross body was by Touring, and features, among other things, 
dual headlights. Maserati fielded this car as a possible rival 
to the Super America Ferrari coupe. It also provides a receptacle 
for their sidelined 4.5-liter sports-racing engine, on which the 


new 5-liter is based. 


~ 





®& At the opposite end of the horsepower scale is Carlo Abarth’s 
new 850 coupe, and his still newer mode] based on the Fiat 
2100 six-cylinder power unit. The 850—in the single-cam 
version — is quoted at 52 horsepower, while the six produces 
135. The bigger cars sport very attractive-looking bodies by 
Allemano, and should edge Abarth even further into the role 
of full-fledged automobile manufacturer. A test run in the 850 
was more than pleasurable, but again pointed up the fact that 
production brakes are a bit out of place on Mr. Abarth’s pretty, 
and quick, cars. Development work with English disc brakes 
scaled down to fit 12- and 13-inch wheels should solve this 
problem once and for all. 





SAAB 


& SAAB’s pugnacious-looking fast-backed sedan has _ been 
joined by a station wagon, designated the 95, in the Swedish 
aircraft company’s car line. To form the station wagon body 
the roof line has been brought almost straight back while the 
body proper ends with a forward-raked door. Two vestigial 
fins help give the car a longer look. Of technical interest is 
the use of a four-speed gearbox—the first ever in a SAAB. Also 
unusual is the rear-facing children’s seat, which with the 
regular seating arrangement borrowed from the sedan, gives 
a capacity of five adults and two children. With the rear seats 
folded the 95 can carry over 600 pounds of gear on its plastic- 

ered steel flooring. Good thought is the top-hinged rear 
loor that opens upward. This is a better arrangement than 
the side-opening door found on many imports. An interesting 
point of SAAB’s station wagon program 1s that it will be used 
to train workers in the aircraft plant in car production. With 
the shift to missiles for Swedish air defense fewer workers, 
and less space, will be needed in the aircraft division. The 
Slack will be taken up by building SAAB station wagons. All 
this would seem to bode well for future wagon owners. 








Borgward 


& Designed to replace the 2400 Pullman, the new big 
Borgward has a unit body with front suspension, engine and 
transmission all mounted on a small sub-frame, which in turn 
is isolated from the main structure by rubber blocks. To power 
their latest offering in the luxury car class Borgward has evolved 
an all-new overhead valve six-cylinder engine. It has the same 
bore and stroke—75 by 84.5 mm —as the well-tried four-cylinder 
Isabella unit. The obvious advantage here is that both engines 
can use the same pistons, connecting rods, etc., thus simplifying 
production and service problems. All-independent suspension, 
all-synchro four-speed gearbox, and 100 mph from a smooth 
100 hp six make this latest Borgward a good bet for luxury 
motoring. 
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Opel 


B Designed to fill another segment of the German car market 
he long-awaited Opel 1200. It should fill the bill for Euro- 

; who need something bigger than an 1100, but who are 
quite able to afford a sedan with a full 1.5 liter engine. 
Basically the car is a sobersides version of the Rekord model. 


[he powerplant is a smaller version—1196 cc— of the success- 
ful OHV 1.5-liter Opel four. With 165 pounds more weight 
ind 10 more horsepower than a Volkswagen, the new Opel’s 
performance is only slightly better than a VW. Where the 
new Opel should score, however, is in the amount of interior 
room and the greater flexibility afforded by a bigger engine and 
fully-synchronized four-speed gearbox. 
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Auto Union 


& The DKW Junior is an outstanding example of the new 
breed of family car in Europe. First shown in prototype form 
at the 1957 Frankfurt show with a 600 cc two-cylinder two- 
stroke, the finalized Jr. has gone into production with a scaled- 
down‘version—750 cc—of the larger three-cylinder engine used 
in the big DKW cars. Four grownups can be carried in fair 
comfort in this Italian-styled two-door sedan. With 39 SAE 
horses on tap, the new Jr. is reputed to beat its bigger stable- 
mate away from a stop light. Along with this acceleration a 
cruising speed in the 70’s is claimed. More than adequate per- 
formance is one of the hallmarks of the new breed of small cars. 

Some of the interesting technical aspects of the DKW include 
the use of a fully synchronized four-speed gearbox—low-powered 
cars need a first gear that can be engaged while on the move— 
and inboard front brakes mounted on either side of the dif- 
ferential housing. The unusual positioning of the brakes on 
this front-wheel drive car allows the use of bigger drums— 
they are not restricted by the size of the wheel—which in turn 
provides better cooling. 

There is no doubt that the Auto Union and Mercedes-Benz 
combine are going all-out to provide production facilities for 
their new contender in the low-priced field. Originally eight 
different models were manufactured under the DKW name. 
Now only six—using the Auto Union nameplate—will remain 
in production. The manufacturing facilities freed by this move 
will be used to produce DKW Juniors. With its new baby 
selling in the Volkswagen-Renault price bracket, and with 
equal if not better performance than that of the two old stand- 
bys, Auto Union stands a good chance of cutting itself a nice 
slice of the lucrative small-car market. 





Goggomobil 


® Hans Glas, the guiding spirit of Goggomobil, is not. the 
man to misread a trend. He accurately read the signs that 
pointed to abandonment of motor scooters in favor of four 
wheeled mini cars by the increasingly prosperous West German 
populace. With the introduction of his new 700 Isar Sports 
Coupe he hopes to be in at the beginning of still another 
shift to faster cars his little car consists of the body panels 
of the older T 35 sports coupe plus the mechanical components 
of the new T 700 sedan. Biggest problem faced by Glas’s engi 
neers in this combination of old and new was the front place 
ment of the T 700 engine in a body originally intended for a 
rear-mounted power plant. A slight lengthening of the nose 
made more than enough room for the new four-stroke air-cooled 


twin. Even with the slightly bulbous front the Isar still ranks 


ig one of the better-looking small sport coupes. Any loss 

ve anne lisn > that om n ted f bv th o21n 1n HNer 
eye appea Is more han compensated tor ) tne gain in pel 
formane The use of twin Solex carburetors, and an increase 
in compression—from the 7.2 to 1 of the sedan to 9.5 to I- 
gives 34 bhp. This—plus the coupe’s light weight and good 
shape—makes a claimed 84 mph top speed easy to believe 
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Lloyd 


& Another German company attempting ot satisfy the grow- 
ing demand for fast, inexpensive motoring is Lloyd. The 
Bremen firm asked Frua to confect a sports coupe based on 
the engine and running gear of their new Arabella sedan. 
Luckily, the specifications of these components are such that 
the resulting car has a useful performance. The water-cooled 
opposed flat four engine feeds some 38 bhp into the front- 
wheel-drive half shafts. Front suspension is by unequal upper 
and lower wishbones controlled by a coil spring and telescopic 
shock absorber set above the top wishbone. The rear suspension 
is also independent by virtue of a trailing arm of wishbone 
formation at each side. The pivot points are angled to help 
cancel out the inherent understeer of the front-wheel-drive 
layout. Another bonus feature inherited from the parent sedan 
are large—eight-inch—ribbed, aluminum brake drums. With 
good stopping power and adequate go, the Frua-styled Lloyd 
Arabella should be a strong sales contender in the small-but- 
quick car field. 
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by Robert Gorman 





What Will It Do to Cars? 
Booming industry and enlarged 


domestic markets promise more small 


eit 


cars, shrinking variety, and “price — class 


competition from giant 


manufacturing combines. 
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& Do you cherish a secret longing to drive a really different 
car? Do you dream that owners of such commonplace vehicles 
as the Goliath, or Facel Vega, or Pegaso will strip their gears 
with envy whenever the car of your future rolls into view? 

Then take a word of advice and place your order soon. 
For history—and Europe’s new Common Market—are rapidly 
closing in on uncommon cars. Factories that turn out 30 
hand-crafted masterpieces a year may not disappear over- 
night, but their doom is already sealed as the economic com- 
munity of West Germany, France, Italy, Belgium, The 
Netherlands, and Luxembourg moves into its second year. 

The fact that the Common Market is at the center of so 
much current discussion is hardly surprising. But it may be 
a bit misleading. For the Common Market is as much a result 
of increasing prosperity in Western Europe as it is a means 
of achieving it. In the auto industry it is a symbol of far- 
reaching changes that have already begun and of others still 
ahead. 

The Common Market—otherwise known as the European 
Economic Community, or EEC—became official with the sign- 
ing of the Treaty of Rome on March 25, 1957. The treaty 
aims at reducing restrictions on the movement of goods and 
people within the six-nation area of Little Europe, and also 
at establishing a uniform trading policy between Common 
Market members and the rest of the world. 

The three Benelux nations—Belgium, The Netherlands, 
and Luxembourg—already had a smooth-functioning customs 
union; all six countries have cooperated (since 1952) in the 
European Coal and Steel Community. So in some respects 
the Common Market is only another step on a path that has 
already been charted. 

But it is by far the longest step. It involves—ultimately, 
though not yet—a larger measure of political integration than 
any such move in modern European history. And it comes at 
a time of blooming industrial activity. 

Thiis_Jast fact raises a number of tricky questions. Earlier 
cooperative efforts were generally applauded because they 
helped warravaged nations and industries to get back on 
their feet. Now they are up and bustling, and traders both 
in and out of the Common Market are inclined to take a 
sharperview. 

The Treaty of Rome tries to guard against sudden dis- 
loeations by providing for a progressive lowering of internal 
trade barriers over a 12 to 15 year period. The first step— 
which went into effect January 1, 1959—lowered tariffs be- 
tween members by 10 percent; at the same time, import 
quotas were raised slightly and extended uniformly to all 
members. 

Though this modest loosening of trade barriers was her- 
alded long in advance, the fact that the Treaty of Rome went 
into operation without a serious hitch came as a surprise to 
many observers. The expectation of trouble was based on 
much advance grumbling (mostly in French) and some hard 
realities of trade practices in and out of the Common Market. 
The Treaty itself is a collection of legal loopholes loosely 

tted by a blend of hope, vision, and commercial lobbying. 
Being a device for sharpening competition as well as increas- 
ing cooperation, it is liberally sprinkled with escape clauses 
under which members can continue to protect home indus- 
tries, maintain profitable trade with non-members, and dis- 
criminate against each other in a variety of ways. 

This cautious approach was dictated by a number of fac- 
tors. Differences of language, currency, politics, social cus- 
toms, industry, wage scales, and national interest aren’t likely 
to be erased overnight; areas in which cooperation would be 
of mutual benefit are riddled by many pockets of keen rivalry. 
In the case of automobiles, West Germany, France, and Italy 
—all major producers—can’t have the same interests as the 
importing Benelux countries. Some of the differences may be 
narrowed (and others widened) as Belgium and the Nether- 
lands hurry into the manufacturing camp, but tiny Luxem- 
bourg shows no signs of becoming a member of the Club. 











‘Not that common industries are any help toward a com- 
mon trading outlook. The auto industries of West Germany, 
France, and Italy, in vigorous competition with each other 
and Great Britain, have different attitudes and traditions 
about the protection of home industry. West Germany is 
known for its liberal trade policies. France (until very re- 
cently) operated behind a wall of high tariffs and low import 
quotas. Italy, while slightly freer in some other respects, has 
gone to great pains to discourage the importation of cars. 

Moreover, as the Common Market turns trade inward, it 
faces some losses in external trade that will affect members 
in different degrees. Preferences shown to fellow members of 
a trade bloc are inevitably regarded as discrimination by non- 
members, and often lead to some kind of counter-action. 
Thus the Common Market has already spurred the formation 
of a competitive free-trade bloc among Western Europe’s 
“Outer Seven” —Britain, Sweden, Norway, Denmark, Austria, 
Switzerland and Portugal. 

And in the United States, pleas for higher tariffs and other 
forms of protection or reprisal have grown louder. Demands 
for reduction in European car imports are among the loudest 
and most frequently heard. 

U.S. reactions—both popular and official—have an even 
more ominous ring in European circles than in the ears of 
American sports car fanciers. America is a main source of the 
loans, aid, and private investment capital, as well as the 
trade, that Western Europe needs for its continuing growth. 
But having helped much of the free world toward economic 
recovery and production for export, the U.S. is beginning to 
suffer from the competition. We are still the world’s largest 
producer of cars, though by a sharply diminishing margin. 
(In recession-hobbled 1958, U.S. output of passenger cars 
totaled 4,240,000; West Europe—including Britain—made 
over 3,600,000.) But the U.S. now ranks fourth among car 
exporters (after Germany, Britain, and France) and is being 
sorely pushed by Italy for even that humble rank. 

On the other hand the U.S. has become—by a very wide 
margin—the world’s largest importer of cars. And while this 
is only one item in a complex of trade, aid, investments, mili- 
tary support, loans, and tourism, it does make a heavy con- 
tribution to a steeply rising balance-of-payments deficit. Net 
dollar outflow has lately been running between $3 and $4 
billion a year. 

Most free-world statesmen are concerned about the politi- 
cal as well as the economic consequences of this trend. One 
large fear is that moves toward economic protectionism in 
the Common Market and Outer Seven may be countered by 
higher trade barriers in the U.S. and elsewhere. It would 
then be hard to escape a weakening of political and military 
alliances. Nor could the possibility of resurgent isolationism 
be ruled out, though this would be—in the opinion of most 
diplomats—a disastrous blow to the security of the free world. 

Government leaders have therefore been working for a 
general lowering of trade restrictions—that is, for a widening 
of market areas and a softening of discriminations against 
“outsiders.” Japan and Britain led off, last November, by 
announcing a rapid lifting of tariffs and quotas that put U.S. 
goods under special disadvantages. A few days later the 
French government announced a similar plan. Meanwhile, 
negotiators from the Common Market, Outer Seven, and 
other trade areas are trying to build bridges over which more 
—rather than fewer—goods will be carried. 

Thus early reactions to the EEC seem likely to broaden 
and modify some of its original intentions. The best hope 
is that by promoting the prosperity of each of its members 
it will expand their trade with the rest of the world. 

Yet even with a general enlargement of world trade, pres- 
ent signs point to a decrease in the exchange of cars between 
the United States and Europe. Detroit’s new compact models 
have been designed to recapture part of the market that has 
recently been lost to imports, Because of the steel strike, 
the effect of this venture won’t be measurable in 1959 sales 


figures. But there can’t be much doubt that America’s own 
“economy” cars will provide serious competition for Europe's. 

If Europe doesn’t cut back its purchases of American cars, 
on the other hand, it will be only because there’s so little 
left to cut. U.S.-built cars have been fading steadily from 
Britain and the continent as much because of their size and 
cost as because of the trade barriers erected against them. 
With Europe’s own auto industry now reaching almost- 
American proportions, and with reliable estimates that it 
will double in the next ten years, exports to Europe face a 
far from rosy prospect. 

To sustain its growth rate West Europe’s auto industry 
must enlarge its foreign markets, and will undoubtedly be 
able to do so. But it must also find millions of new customers 
at home. Bigness—in the American sense of high-volume pro- 
duction, distribution, and service—is the order of the day. 

Competition in enlarged domestic markets will revolution- 
ize Europe’s cars as well as the industry that produces them. 
For one of the most significant facts about postwar auto 
manufacturing is that it was shaped by a welter of small 
companies. Many of these companies were dominated by 
strong personalities who imposed their strongly individualist 
views on the products they turned out. Local conditions with 
which these guiding spirits were most familiar usually influ- 
enced their thinking. The result was a tremendous variety 
of car models with many shared characteristics as well as 
many others distinctive to their place and maker. 

Everywhere in Europe the high price of gasoline has 
been a factor in keeping the great mass of car engines small. 
Body sizes have been restricted by the narrowness of roads. 
But variations in road quality and traffic conditions have 
prompted varying approaches. Germany’s high-speed auto- 
bahns, for example, undoubtedly contributed to the selec- 
tion of gear ratios that make the Volkswagen such a durable 
full-throttle performer. Britain’s smooth but twisty roads, in 
contrast, put a premium on acceleration and top-gear ma- 
neuvering, and consequently on a higher ratio of engine to 
road speed. The chronic need (or at least the habit) of 
cornering at high speed on unbanked roads led to the tight 
springing that American sports car fanciers sometimes have 
to alibi to critical wives and passengers. The French com- 
bination of high-speed national routes and immovable 
Parisian traffic probably fostered some early developments 
in 4-speed gearboxes. 

Shortages of foreign exchange diluted some local char- 
acteristics of European cars while it added some others. 
Government policy forced even the smallest manufacturers 
to think in terms of export, particularly to those areas— 
in Africa, for example—that were ‘least suited to large 
American cars, Primitive, poorly surfaced, often rutted roads 
made it useful to give a driver a clear all-around view. This— 
plus the need to keep transmissions from scraping—gave 
many cars a tall, squeezed-in look. It also promoted some 
innovations in four-wheel independent suspension. 

Most of the outstanding individuals in European car 
history (except, perhaps, in Italy) have been engineers. This 
may have something to do with the general lack of emphasis 
on styling. It is certainly related to the staggering variety 
of makes and models and to the large number of basically 
different engine arrangements. For all practical purposes a 
buyer of any of America’s 20-odd makes of cars has a choice 
between a V8 engine or a 6-cylinder in-line. Europe offers 
both of these in addition to V’s of 4, 6, and 12 cylinders and 
various arrangements of in-line or horizontally-opposed en- 
gines with 1, 2, 3, and 4 cylinders. 

Whatever the engineering merit of such diversity, it takes 
a toll in manufacturing efficiency that the industry can no 
longer afford. Specialty manufacturers will feel the effect 
increasingly as the race for production and market position 
gathers steam. Outside as well as within the Common Market, 


(Continued on page 72) 
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Road Research Report: SUNBEAM. ALPINE 














With this description and discussion of the Sunbeam Alpine, SCI inaugurates a new way of evaluating 
automobiles. Reserved for cars which we feel are unusually significant, be it in styling, performance, 
technical design or just popularity, our critique for potential consumers will be presented in as interesting 
and meaningful a manner as we can devise. Comments from our readers will, as always, be appreciated. 
We will continue to discuss other cars of interest in our well-known SCI Road Tests, but from now on major 
characters in the automotive drama will be introduced and analyzed in SCl’s Road Research Reports. 









> A new sports car design is always welcome. When 
it costs less than $3000 and reaches 100 mph, it’s 
especially interesting. The British have long been the 
most prolific producers of popularly-priced sports cars, 
so it’s no surprise that the Rootes Group has finally 
entered the scene. To revive the name “Alpine’”’ for 
this 1500 cc four-cylinder two-seater is perhaps mislead- 
ing as its heavier 2.6-liter predecessor was much less 
nimble and quite expensive for its day (1953-55). Yet 
Sunbeam’s long list of rally successes have earned them 
the right to the title, and if past performance is any 
guide, the future holds still more laurels for the Alpine. 

Like its major competitors (Triumph, MG and 
Sprite), the Alpine is based on components volume- 
produced for sedate sedans. The Alpine competes most 
directly with the MGA, giving away some 100 cc but 
matching most other specs item for item: four 
cylinders with pushrods and in-line valves, disc brakes 
on the front (drums at the rear for “good hand 
brakes”), four-speed gearbox, wire wheels as an op- 
tional extra, coil spring and wishbone front suspension 
and rigid rear axle with leaf springs. 

The curb weight of the Alpine is 180 pounds higher 
than the MG’s, disappointing in view of the unitized 
construction (borrowing the Husky’s floor punt). As 
a result, acceleration and top speed, at least without 


























O/D, are down a mite by comparison. Against this are 
the vastly better accommodations within the cockpit, 
fractionally closer ratios in the gearbox and, very 
important, be it in the salesroom or out in the rain, 
windows that wind up and down (2.8 turns) rather 
than snap on and off. 

Basic price for the roadster, POE New York, is 
$2595, $150 more than for the MG equivalent. Wire 
wheels are $105 extra, the heater $60 and the tonneau 
cover $39. Also available on the Sunbeam are the Lay- 
cock overdrive ($159) and a light aluminum hardtop 
($240). Both seem a shade expensive but the latter 
compares surprisingly favorably with the MGA hard- 
top coupe, the extra cost on the Alpine being only 
seven dollars more for a top that can be removed 
and left at home. 

In keeping with recent Rootes tradition, the styling 
is mild, miniaturized American. Now that it 7s 1960, 
the dart or wedge shape has lost its shock value, but 
in the field of small sports cars it is still novel. The 
well-cowled and slightly raked radiator grille is a 
long step forward from BMC’s appliqué style, but it 
still doesn’t come across as a real scoop for gulping air. 
The fender line rises gently but steadily from the 
hooded headlights past the window sills to the pointed 
tail lights, stopping abruptly there. The surface is 
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commendably uncluttered but the overall effect is 
unfortunately slab-sided. From some angles the car 
appears long and sleek; from others it doesn’t. 
Several body seams are welded and filled near the 
wheel arches and bumpers to avoid breaking the 
smooth lines desired. And we can hardly praise suf- 
ficiently the use of an all-new tail light lens at the fin’s 


’ 


trailing edge. (Lucas’ monopoly has given British cars 
a strong family resemblance in this one detail for years 
and years.) The new lens incorporates a large reflector 
between the running and stop/turn signal lights. 
Heaven forbid, though, that all English cars will come 
to feature this same lens in the future. 

The two doors are opened by push button handles 
on the outside. On our test car, the key was often dif- 
ficult to insert or withdraw, its sharp-edged notches 
hanging up on the locks’ protective flaps. 

The large doors open some 60°, presenting an open- 
ing 25 inches wide and 3] tall (with the hardtop). The 
door posts are sufficiently far forward so that there’s 
ample clearance between them and the seats for large 
or careless feet without scuffing the upholstery. It 
varies from 12 to 16% inches, depending on the seat 
adjustment. Though the seatbacks are curved notice- 
ably to provide sideways support during fast cornering, 
they are easy to slip in and out of. For hip support, 
a central armrest straddles the driveshaft tunnel be- 
tween the separate seats, while the flat door comes 
quite close on the outside. No arm rest is fitted but 
a small hand grip enables the door to be pulled shut 
easily, the door handle being well forward. 

Window cranks are conveniently located but their 
knobs are on the small side. The glass windows are 
heavily counterweighted, the left one actually jiggling 
closed a bit while crossing a stretch of rough pavement. 
Contrarily, the right one was very difficult to operate. 

The rubber seal strip on the windshield post was 
trimmed a quarter inch too long, so it got pinched 
and shunted aside when the door was closed and thus 
provided a very un-clear channel for the rising glass. 

Both seats, upholstered in pleated “leather cloth,” 
are adjustable fore and aft over six inches, with six 
unequally spaced stops. The legroom is excellent, 
with lots of space for big brogans and long legs. At the 
pedals there is 20 inches of width, six of them to the left 
of the clutch pedal. The firewall, in fact, is so distant 
that the dimmer button is mounted on a _ bracket 
which turns out to be a useful footrest to the left of 
the clutch. The seat cushion is short on support for 
one’s thighs, being close to the floor to give five inches 
of clearance for the knees under the steering wheel. 

Each seat, cushion and all, tips forward for entry 
to the space behind. Though it is possible to get four 
adults into the Alpine, two in front and two in back, 
none will have enough room to be comfortable. The 
rear “seat-cushion” is contoured for two people facing 
forward, but even one sitting crossways would find 
himself hard-pressed for shoulder space (or headroom, 
if the top is up). Optional cushions to add comfort 
are more useful for stowing luggage by flattening the 
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surface. Straps and tie-downs would be useful here. 

The steering wheel with its comfortable, %-inch 
thick rim is well-placed for both comfort and control. 
Although its 16% inches diameter is smaller than on 
some English cars, anyone shorter than 5’9” will find 
it slightly intrudes on their view over the sloping 
hood. It cannot be lowered, because it is already close 
to the seat cushion. The horn ring is circular, its top 
half somewhat obscuring the tach, speedo and oil 
pressure gauge. 

The turn indicator stalk is a little too far from the 
wheel rim for many, and it self-cancelled only when 
the wheel was returned well past the straight-ahead 
position. There are two indicator bulbs. on the dash, 
one for left turns and one for right. 

Instrumentation in Sunbeam tradition is sensible 
though extravagant in detail. All instruments are 
round with white needles and markings on a black 
dial. The tachometer, reading to 6000 rpm and red- 
lined at 5800, shares positions of honor with the 120 
mph speedometer. The latter has kilometers per hour 
indicated also. Combined with marks at one mph in- 
tervals and both trip and overall mileage recorders, the 
speedo dial is fussy and confusing. 

The water temperature gauge is calibrated in both 
degrees Fahrenheit and Centigrade while the oil pres- 
sure is given in both kilograms per square centimeter 
and the more usual pounds per square inch. The fuel 
gauge is only calibrated in gallons, Imperial ones at 
that. 

An ammeter and a clock are optional instruments. 
Decorative bezels take their place in the meantime. 
Other dashboard options include cigar lighter, wind- 
shield washer and fog light switch. Round pop-outs 
are already stamped in the dashboard for them, 
simplifying installation. 

An open cubby hole in the dashboard, about 5 by 
5 by 13 inches, can carry maps, gloves, toll tickets or 
such that might be wanted at a moment’s notice, while 
valuables can be hidden away in the lockable 4 by 
4 by 20 inch space under the armrest. 

All three switches on the dash are toggle-type of 
attractive design. The artfully flattened black plastic 
handles can be flipped with light fingertip pressure. 
The pair to the right control the headlights and panel 
lights while the one to the left of the steering column 
controls the single-speed, self-parking electric wind- 
shield wipers. Their arc is unsatisfactorily small, leav- 
ing a wide blind spot by the windshield post. Much 
of this could be eliminated by resetting the wiper arms 
on their shafts, sacrificing their flush parking posi- 
tion for better visibility in the rain. 

Visibility over the plunging hood is excellent, per- 
mitting a 5’10” driver to spot the road surface less 
than 12 feet beyond the front bumper. The windshield 
pillers are slim though stylishly curved. It’s easier to 
understand the curved mirror which enables a wide 
view out the hardtop’s large plastic rear window with- 
out creating too great an obstruction when looking 
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Designed by Kenneth Howes, new Sunbeam Alpine 
sets fresh standards for British cars with 

its clean look, The dashboard, below, has neat 
toggle switches but instruments that are overly 
detailed. Substantial shift knob is easily 
grasped; top three speeds are synchronized. 


In action around test circle 
Alpine showed modest lean, 
marked understeer. Steering 

feel is sharper, more tae 
direct, in corner than on 
straightaway. 





Full swing of windshield wipers to car's left leaves large 
uncleaned area in driver's corner of wide glass span. 


Shown at front and rear adjustment 
limits, seats are neatly contoured. 





The gleaming crystall ball, above, 
predicts miles per gallon 

ranging from 19 to 24— 

good for sports performance. 





Three ears of hub nut are bent 
inward for pedestrian safety. Convenient between the seats is 

a superb fitting for an open sports 

car: a lockable compartment for 

valuables. It braces driver and 


rider during cornering too. 














Road Research Report: F 


SUNBEAM ALPINE 


Price as tested: $3000 plus radio 
Importer: Rootes Motors, Inc. or 
505 Park Ave. 9830 West Pico Bivd. 


New York 22,N. Y. Los Angeles 35, Calif. 


Price as tested 


| 




















$3000 7000 
Displacement ea Aaa 
, 20 91 cuin 300 
Power (SAE) Go (aie 
20 831% bhp 300 
Curb Weight Ci 
wh at 1000 2220 Ibs 4000 
Swept Braking Area reel 
2 3 295 sq in 400 
Weight on [ase 
Driving Wheels 3 51% 65 
Wheelbase CR 
70 86 in 130 








Piston Speed, 




















“corrected” 1000 2700 fpm 74000 \ 
Speed @ 1000 p> 
in Top Gear 10 17.2 mph 5 
Mileage ES PRB 
10 : 21% mpg 40 











Turning 








34 ft 


Diameter 











Steering Behavior Turns to Full Lock Engine Flexibility Shift Pattern 
ENGINE: CHASSIS: DRIVE TRAIN: 

Displacement..................5. 91.2 cu in—1494 cc i in Ee Ee oo RE ee 86 in Mph/1000 
Dimensions.................. Four cyl, 3.11 x 3.00 in WOE oon. sc pscsteteseasestetimecsnees 484, 5042 in Gear _ Ratio Overall rpm 
Compression Ratio............:0cseeesseeeeseees 9.2 to 1 LOVIN sco seacicostes csteeeatncerevbus tats tosttiectate 155 in Rev n/s 4.23 16.49 41 
Power (SAE)................ 831%, bhp @ 5300 rpm Suspension: F, ind., wishbones, coils, Ist n/s 3.34 13.01 5.2 
WONG sssnsiaovpatrccerics 891, Ibs-ft @ 3600 rpm anti-roll bar. R, rigid axle, leaf springs. : : ‘ 
Usable rpm Range.................. 2000-5800 rpm Warr g Ae Nes eee essa aed 15% 2nd syn 2.14 8.33 8.0 
Piston Speed = V$/b Wire Blee eo ocksccadcercnseaties sitive 5.60 x 13 3rd syn 1.39 5.41 12.4 

@ rated power........:....0...:0:0-:10 2700 fpm Swept Braking Area F, R............ 196, 99 sq in 4th syn 1.00 3.89 17.2 
Fuel Recommended. ...............:00:000 Premium Curb Weight (full tank) .................... 2220 Ibs : . a 
PR ETS ee 19-24 mpg SS a EES RE —, eS ; 
ee AOL 210-260 miles Weight on Driving Wheels ..........c--.s+... 51% é 3.89 standard, 4.22 with 80% OD. 
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> A man with a ravenous appetite to go racing in sports 
cars will do just about anything to wheedle a seat behind 
a steering wheel that is directly connected to a pair of wire 
wheels. And once involved in a weekend of racing, a man 
will put up with all manner of frustrations to keep this 
seat. If you don’t believe this then focus your bifocals and 
let old Honest John tell you about the miseries at Meadow- 
dale. It’s all the truth, honest. 

It takes a strong magnet to lure me away from Indian- 
apolis on Memorial Day, but on the weekend of the “500” 
there was this professional 303 kilometer sports car race at 
Meadowdale in suburban Chicago. And there just happened 
to be a telephone call to Loyal Katskee in Omaha, a week 
before the race, during which I wondered out loud if he 
had a spot for a relief driver. The Meadowdale race was 
Monza style—three heats of 101 kilometers each—so of 
course there really wasn’t any good reason for a driver need- 
ing help. But Loyal is six months older than I, and I am 
six months older than Methuselah, so— 

It developed Loyal had bought back his old three-liter 
Monza Ferrari and was feeding it vitamin pills for the 
Meadowdale race. Katskee also owns the 4.4-liter six cylin- 
der Ferrari which once belonged to Jim Kimberly and 
Loyal said he was bringing it to Meadowdale, too. He was 
kind enough to say he would be glad for me to drive one of 
them. We’d take turns driving the cars in practice, he said. 
Whichever one seemed to go best, he’d take, which of 
course was fair enough for a ride-shopper. 

Now you should know a little something about a 4.4 
Ferrari. It’s quite an animal. There were only four of them 
built. I owned one and so far as I know it has been junked. 
There’s still one out on the West Coast, I believe. One was 
destroyed in Italy. Then there’s the one owned by Katskee. 

The cars were real pigs in the eyes of most drivers. They 
were unusually big. They probably had more low speed 
torque than any car ever built by anybody, before or since. 
















But there were many problems with them. I remember the 
first time Kimberly had his 4.4 in a race, out in Kansas I 
think. The block cracked. In another race later the flywheel 
came loose. This was a chronic ailment and apparently 
couldn’t be remedied by any means except to weld the fly- 
wheel to the crankshaft. 

This had been done on Katskee’s 4.4, incidentally, and 
it was some consolation during the race at Meadowdale to 
know it would not be necessary to look down and count my 
feet due to loss of flywheel. 

And with it all the car was a real poor handling auto. It 
seemed to be tail-light. It was very unstable in the corners. 
It spun quicker and easier than any car I’ve ever had any 
experience with. The few people I know who have driven 
one agree with me. 

Carroll Shelby won the June sprint feature at Elkhart 
Lake in 1956 in the 4.4, about the only good ride anyone 
ever had in one of them. And even at that he wasn’t happy 
with the way it behaved. 

There is this to be said about the cars. The old buckets 
go down the straights like nothing you ever saw. When I 
was in Cuba in 1957, the late Eugenio Castellotti drove my 
4.4 until he almost wore it out. He really made it go and 
appeared to like it in spite of its bad handling chraracter- 
istics. 

The trouble with the 4.4 is, by the time you realize it is 
giving you some little warning, whatever it is warning you 
about has already happened. It’s long gone. 

When my 4.4 was sent back to Chinetti’s in New York 
after the Cuban caper, it was found that the frame was 
cracked. And then it was that Luigi told me on the long 
distance horn the car should be destroyed, that it was no 
good in the first place. Later I found out that the factory 
originally did not want to sell the cars to anyone. 

But the urge to go racing is great, especially when you're 
temporarily without a car of your own, so I told Katskee I'd 
meet him at Meadowdale. I spent the remainder of the 
week figuring out how I could louse up something on the 
old 4.4 so he wouldn’t like it and I'd get to drive it . . . think- 
) ing, of course, that it would go down the chute like gang- 
) busters and I’d worry when the time came about getting 
it through the corners. 

Well, this was the biggest pipe-dream I ever had. It wasn’t 
necessary to do anything to the 4.4 to make Loyal like it less. 
And it wasn’t necessary to improve the Monza any to make 
him like it more. Everything took care of itself real well 
and I wound up driving the 4.4 in the most wretched ride 
I ever had in a race car. 

You name it. Everything that could happen to a race car 
(short of standing it on its nose) or to a driver on a race 
course happened to this fatigued 4.4 and to Old Honest. I 
just don’t think we missed a thing. It was real bad, then it 
got worse, then it was ridiculous and it ended up being 
hopelessly funny. 

When I first saw the 4.4 early that Saturday morning I 

noticed a few cracks in the fenders and a little mismatched 
paint. In short, the car wasn’t sharp looking on the outside, 
but that didn’t count for much. What I cared about was 
what was under the hood. 
On the first peek I discovered two oil breathers. Before 
the weekend was over I regretted this. The car threw oil 
out of one breather and smoke out of the other, so we 
strictly didn’t need two. 

I noticed the oil cooler had been removed. This put me 
im some doubt because in Cuba I had knocked the oil 
cooler off in a sudden encounter with a belligerent curbing 
and the old bucket wouldn’t run without it. But Les King, 
Katskee’s mechanic, explained that Loyal had been driving 
this car on dirt tracks and that the cooler, which hangs be- 
| neath the regular water radiator, was all clogged with mud 


(Continued on page 82) 

































































































“with the 4.4 is, by the time vyou realize it is 
» some—tittlewarning, whatever ME is warning you 
ady happenéd: it’Slong since @pne and done it.’ 
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“I'm smiling because | seem to be ahead of somebody. Beery Said 

thing that could happen to a race cor... or to a driver of Go 

face covete happened to this ttiqued 4.4 ondtte Bat EERIE Se 
“During the between-heats inspection of the old beast we 
noticed a nice big pool of oil under the differential and we 
found a 24-inch crack in the diff.” “...the filler plug nut 


was worn absolutely round, making ‘t impossible to add oil.” 
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m Elsewhere in this issue of SCI, Bob Gorman delves dee) 
into the intricacies of the common market that has bee 
established in Europe. Viewing it from the economist’s angle, 
Mr. Gorman could reach general conclusions on its like} 
effects on European cars. Viewing it from the car-owner; 
standpoint, the automobile road-tested on these four page 
indicates that this new arrangement can only benefit cop 
sumers on this side of the Atlantic. Fiat’s new 2100 is a jewe 
of a touring car, and the market caused it to happen. 

Very pleased with the remarkable sales success of their 
hardy 600 and 1100 cars in Germany, Fiat decided to » 
hunting for bigger game —an adversary they hadn’t ep. 
countered since the war: Mercedes-Benz. In the process the 
would naturally become competitive with such native prod 
ucts as the Lancia Flaminia and the Alfa Romeo 2000, by 
this was possibly of lesser importance to the management a 
Mirafiori. 

Fiat’s 1400 and 1900 models were in the general size clas 
required, but their four-cylinder engine had neither the 
power nor the smoothness needed. Their styling was dated 
and their finish not exceptional. Introduced in 1952 and firs 
produced in ’53, a unique 70 degree V8 of two liters was 
designed for this category. Though‘one engine was experi 
mentally installed in a 1900 chassis and body (this car is 
now in the Museo dell’Automobile in Turin) , the few V8 
that were built were virtual toolroom jobs for sports car use. 

For the 2100 (and its smaller sister, the 1800) a six-cylinder 
layout was finally chosen. Fiat is so closely identified with 
fours that their last six seems a long way back, but in facta 
type 2800 six, with 82 x 90 mm dimensions and 5.85 to | 
compression ratio, was in production as recently as 1938- 
along with a 1500 cc six. Arriving in 1955, fresh from racing 
car designing for Ferrari, Aurelio Lampredi was made re- 
sponsible for the design of the new six. This confidence 
wasn’t misplaced. 

Widely publicized throughout Europe as the 1800, which 
has a bore and stroke of 72 x 73.5 mm, the bigger-bore (5 mm 
more) 2100 is the only version expected to be made available 
in this country. Its compact construction, embodying a cast 
iron block and aluminum head with Lampredi’s interpreta- 
tion of the “polyspherical” combustion chamber, is shown in 
our cross-section drawing. It’s a staunch heart for a new car 
which can meet its international competition on all counts. 

Supplied by the progressive Roosevelt Automobile Com- 
pany in Washington, our sparkling black test car had al 
ready covered some 8000 miles on both sides of the Atlantic 
and was thus nicely loosened up. Since his firm also imports 
Abarth automobiles, Mr. Roosevelt’s 2100 had also acquired 
one of the good Carlo’s experimental exhaust systems during 
its stay in Turin. The exhaust note is more sporting than 
stock, as usual, but is not obtrusive outside and is inaudible 
inside. 

An automatic choke supplies instant starting and a fast 
idle until the water temperature gauge moves off the peg. A 
hand throttle, under the dash, gives a faster idle if needed 
or sets a cruising speed. A slight motion, not noise, betrays 
that the engine’s running at its normal idle. Through its 
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whole range this pushrod engine is exceptionally quiet, hum- 
ming its way along without any “busy” sounds, Overworked 

though the simile may be, this engine is turbinelike in its 

smooth, solid flexibility. So far all signs are that it thrives on 

hard, fast driving and liberal use of the gears. This was the 

way we handled it during our test, which yielded an overall 

gas mileage of nearly 20 miles per gallon. Consumption will 

probably range between 25 mpg and this figure. 

Response to the throttle is quick and consistent, aiding 
downshifting and precise control. The performance on tap 
is excellent for the 2100's class and exactly matches the Fiat’s 
general character. The car can be cruised comfortably in the 
80-85 bracket with near-silence both inside and out, winds 
having little effect either on interior noise or directional sta- 
bility. Useful gear ratios allow better than 50 mph in second 
and nearly 70 in third—two cogs that are handy for passing 
in town and country respectively. The red markings on the 
speedometer are woefully modest; a tachometer would be an 
asset to this sporting sedan. 

On our oft-demonstrated car the clutch was already tired, 
not taking hold firmly on full-throttle starts. Its engagement 
is smooth, its hydraulic actuation moderately easy. Pattern 
of the neatly-styled column shift is compact but the linkage 
down below is complex, bringing on a stiff feel in the first- 
second slot unless specially lubricated. Though low gear is 
synchronized, it’s not encouragingly easy to engage while on 
the move. This and the linkage stiffness may have been 
peculiar to this car, but other testers have reported on the 
latter impression. The reverse gate is on the third-fourth side 
of the pattern, where it can hang up a fast upshift. 

So smooth is the 2100's six that the engine mounts can be 
firmer than are needed for most fours. This tight control of 
the engine’s torque reaction means that the car’s acceleration 
response has a thoroughbred firmness, without awkward hes- 
itations. Uniquely located by two flexible trailing arms made 




















up of spring leaves, and a Panhard rod, the rear axle’s be- 
havior under power is also exemplary. Coming out of a 
corner and over bumpy surfaces the back tires bite decisively 
when the tap is turned on. This allows this staid-looking 
sedan to emerge from corners under full steam in a manner 
that is as effective as it looks and feels. 

Completely without play, the steering nevertheless feels 
a shade “dead” in the straight-ahead position. Taking into 
account a moderate initial lean, though, the 2100 responds 
fast when the wheel is turned. With tire pressures slightly 
higher at the front than at the back, a definite but far from 
cumbersome understeer exists. Though it’s certainly not diff- 
cult to park now, there is a chance that the steering ratio 
may be changed on later 2100’s to provide more but easier 
turns from lock to lock. We feel that it’s just about right as 
it is on this car. Less suited to fast driving, especially on wet 
roads, are the Pirelli “Sempione/Nailon” tires fitted in this 
case. 

A high, natural driving position adds to the fun of han- 
dling this Fiat. The front bench seat adjusts fore-and-aft as a 
whole, over a wide range, but its split back can be separately 
adjusted to different angles by driver and passenger. Well 
shaped and neatly upholstered, these seats provide the right 
amount of support in the right places. Vision over the crisp 
lines of the hood and past the narrow pillars is excellent. 
Suspended pedals are well placed, that for the brakes having 
an instant effect when pressed. Use of the patent Baldwin 
hydro-booster in the front brake circuit gives the easy, light 
feel of power brakes without their lack of consistency. Though 
we didn’t evaluate it, the fade resistance of the big bimetallic 
drums should be exceptional. 

Deep delight in owning and operating this automobile will 
be supplied by the many intriguing gadgets with which it’s 
equipped. All, of course, are completely functional. The in- 
strument cluster is designed around a horizontal bar-type 


The Lampredi-designed six (left) is the heart of the new Fiat 
2100 sedan. Intended to provide luxury-car smoothness with 
modern performance, the new power plant more than fills the 
bill. Lampredi’s interpretation of the polyspherical combus- 
tion chamber owes quite a bit to his past racing car experi- 
ence. Ash trays, assist straps, net parcel holders, and pleated 
upholstery all contribute to the aura of functional luxury. 


















The first six to be produced by Fiat since 1938, the 2100 presents a clean external 
oppearance and noticeably modest dimensions for the 95 bhp produced. Use of a six, 
with its increased production costs, was accepted by the firm to get smooth power. 
































ROAD TEST 
FiAT 2100 


Price as tested: $3192 plus radio 


Importer: Fiat Motor Co., Inc. 
500 Fifth Avenue 
New York 36, N. Y. 
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ENGINE: 

Displacement ................0005 125 cu in—2254 cc 
Dimensions ................ Six cyl, 3.03 x 2.89 in 
Compression Ratio .......:.......0<s..:ss00s2 8.8 to 1 
Power (SAE) ..5..055.045 95 bhp @ 5200 rpm 
PORNNG o5c nhc 106 Ibs-ft @ 3000 rpm 
Usable rpm Range .................. 1000-5800 rpm 

Piston Speed = Vs5/b 
DRO BOWE ooose inna. asses enees 2560 fpm 
Fuel Recommended ......................:0008 Premium 
Nae ERE SER St eee ner, 19-23 mpg 
WIND acs gorse asssicscosaceuessteasiicses 2s 210-250 miles 

CHASSIS: 

So oe SR ERROR Er 104 in 
MIN GIR css cosbss ds Maceteuaass cap enna 523%, 512 in 
NIDNIIINR soc oncsa lees ccss Sack cabs epeciodedeseestosnnaps dee 176 in 
Suspension: F, wishbones, torsion and anti- 
roll bar. R, rigid axle, coils, %4-leaves. 
ge ae GOREN SiS ape eae EME ORE terete 1% 
WOMEN oo racacy oe uer oda Sitackasebivnsasasten 5.90 x 14 
Swept Braking Area F, R ........ 171, 131 sq in 
Curb Weight (full tank) ..............00... 2810 Ibs 
WUE PUI ess aevedan cc cl se cho csckcececensssssehs 3140 Ibs 
Weight on Driving Wheels .................. 46, % 


DRIVE TRAIN: 


Mph/1000 
Gear — Ratio Overall rpm 
Rev n/s 3.22 13.82 5.4 
Ist syn 3.22 13.82 5.4 
2nd syn 1.90 8.17 8.9 
3rd syn 1.40 6.04 12:7 
4th syn 1.00 4.30 16.9 


Final Drive Ratios: 4.30, no others available. 
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Station wagon model will also be available on the 2100 chassis. 
Crisp, straight-lined Italian styling fits wagon theme very well. 





Angular lines of the 2100 sedan lend themselves to providing a 
good-sized trunk. Front bench seat provides good lateral support. 














































































speedometer which actually moves horizontally in a mean- 
ingful way, though without exceptional accuracy. The speed- 
omter and the oil pressure, water temperature and fuel level 
gauges are very well illuminated by a variable-brilliance sys- 
tem. Speaking of illumination, there are a myriad of colored 
lights ensconced on the 2100’s dash to supply instant infor- 
mation on the car’s activities. There are the usual ones for 
directional signals (self-cancelling) , high beam, low oil pres- 
sure (though there’s a gauge too) and low generator output. 
A red light flashes when the handbrake (pull-out type) is 
applied, and a green one glows when any of the main outside 
lights are on. Another one warns when the fuel level is low, 
while yet another is lit when the special blower for defrosting 
the rear window is switched on. The euphemistically-named 
courtesy light for the front seat is mounted behind the rear 
view mirror, where it can be switched on separately or by 
opening of either front door. Two more such lights are 
integrated with anchors for the assist straps above the rear 
doors. There are more lights under the hood and trunk lid, 
and as a guide to cyclists on its native heath the Fiat has 
additional direction-signalling lamps faired into the side 
chrome strips just above the front wheel cutouts. 

A major breakthrough in design in Italy has been made 
by heater manufacturers—or so it seems when comparing the 
2100’s installation with earlier Turinese efforts. A very elab- 
orate heating and ventilation system, simply and quickly con- 
trolled, is fitted as standard. Its prodigious output can be 
quickly directed to the floor or windshield area, as required. 
Just above the under-dash heater console is an ashtray that 
pops open at a touch of a button, somehow without dumping 
its contents on your hand. The latch of the glove compart- 
ment has a similar effect, exposing a wide but shallow storage 
volume and revealing the T-handle control that opens the 
hood. 

Hinged at the front, the sound-insulated hood opens to 
expose a wide engine compartment offering excellent accessi- 
bility around the narrow six. Oil filter, dip stick, distributor, 
spark plugs—all are right up where they can be found and 
attended to without even getting dirty. The finest impression, 
though, is made when the hood is dropped gently closed. 
There’s a firm “ker-chunk” that’s more solid in sound than 
the door latches on most cars. It’s achieved by using a novel 
rotary latch. The doors? They open to about 80 degrees, 
giving unobstructed ingress, and close in an almost unbeliev- 
able manner. Not only is it unnecessary to slam them; they 
practically close themselves! Rotary latches of the new Wil- 
mot-Breeden (English) type are used, which clamp the door 
shut with the merest wisp of pressure. The impression of ex- 
cellent quality given by this feature isn’t belied by the finish 
on the rest of the 2100. All the seat and interior trim is 
carried out with care in keeping with the hoped-for prestige 
status of this car. Unfortunately the dashboard, like the 
exterior paint, suffers from severe orange-peel, and the at- 
tachments of the door pockets were showing signs of giving 
up the fight, but overall the effect is one of precision in de- 
sign and assembly. 

Also to be available when deliveries begin in early 1960 
is a handsome station wagon, whose necessarily squarish lines 
harmonize well with the basic razor-edge theme of the sedan. 
Fiat themselves did the 2100 styling, by the way, only check- 
ing with Farina after it was finished “to see if it was all right.” 
Prices at the Baltimore port of entry are $3192 for the 2100 
sedan and $3498 for the station wagon, figures which we feel 
offer unusual value. In general quality, solidity and smooth- 
ness—sheer pleasure of driving—this new sedan is the peer of 
many of its European contemporaries costing as much as 
$3000 more. Its ability to cope with the Mercedes reputation 
overseas and the new compacts here is yet to be tested, but on 
the latter count we can assure you that the extra $900 or so is 
well-spent on sparkling performance and heart-warming sta- 
bility and construction. The common market has bred a 
winner this time. 
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Johnny Allen takes off on 
ill-fated record run 

in the Triumph-engined 
cycle streamliner. 
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British machines meet with mixed 
success at season’s end. 


& This year’s BMC record runs on the Salt were inter- 
rupted by the same meteorological inclemency that sorely 
frustrated the Mickey Thompson LSR attempt. Stirling 
Moss arrived on the Salt in mid-September to try to propel 
the superb MG streamliner to a series of new Class E records. 
After making the best of a hopeless situation for several 
days in Las Vegas he returned to England to keep other 
commitments. 

Capt. George Eyston remained on the Salt with the car; 
Phil Hill waited in Santa Monica for the call to drive it, 
as he had done two years before, as Moss’s stand-in. Finally 
Hill was summoned and joined Eyston and jovial Alec 
Hounslow (This was Nuvolari, SCI, June ’57) on the Salt 
on Oct. 5. The car was as tiny and beautiful as when first 
seen in ’57 but appeared even cleaner without the apparently 
superfluous stabilizing fin it had previously worn. 

It was a cloudless day but the Salt was still greasy. Hill 
relaxed in a touring car, chatting with passers-by, as Capt. 
Kyston kept an eagle eye on preparation of the car. Over 
the USAC phone came the word, “Course clear, clocks 
checked; you may start when ready.” 

In went the fuel and the atmosphere was drenched with 
the shoe polish smell of 86 per cent methanol laced with 
nitrobenzene, acetone and sulfuric ether. ‘““The blend was 
good enough for the Mercs in the Thirties,” said Hounslow, 
“and there’s still nothing like it for cooling the valves and 
for all-’round flexibility.” He fired up the engine, drove the 
car around the warmup area, and delivered it to Hill. 

The driver buckled on his crash helmet observing, “I 
don’t believe in safety harness for open cars but I think 
that this machine could use it,” then slipped into the cockpit 
and was away. 

This was to be merely a trial run, to test the engine’s 
tune. Hill blasted off and the Shorrock-blown twin-cam 
engine blubbered and blooped. But he went so well that an 
inimediate return run was agreed upon. He came back, still 
shooting ducks but still going fast. What was intended to be 
a mere shakedown run insisted upon being a full set of new 
international records for Class E (1500-2000 cc), subject 
to FIA confirmation: 


Distance New Record 
1 km 254.91 
] mi 254.57 
5 km 232.97 
5 mi 238.36 
10 km 234.49 
10 mi 191.03 


As Hill shucked off his Dunlop jumper I said to Capt. 
Eyston, “If you ever get that engine running you'll have a 
fast car.” ! 

“Oh, yes,” he said. ‘““We expect it to do a good 270 but it’s 
wise to make haste slowly.” 

JOHNNY ALLEN AND THE TEXAS TRIUMPH 

Stormy Mangham’s masterpiece, the two-wheeled stream- 
liner that holds the World’s Record (SCI, January ’57) with 
an unsupercharged 650 cc Triumph engine, returned to the 
Salt to improve upon its two-way record of 214.47 mph set 
last year by Johnny Allen’s standby, fellow Texan Jess 
Thomas. The crew of Allen, Thomas, Pete Dalio and Bus 
Schaller suffered the weather-imposed frustrations that 
plagued all comers following the serene Bonneville Na- 
tionals. They journeyed to the Salt, witnessed its inundation 
by rain, returned to Fort Worth, came to the Salt again dur- 
ing early October’s moment of dryness. 

The bike had been ready for weeks so when USAC gave 
the nod, Allen borrowed Mickey Thompson’s Snell Founda- 
tion-approved helmet and insinuated himself into the tiny 
shell. His buddies pushed him off and he went down the long 
black line and through the gears with his cast-iron-block 




























































































engine firing clean and clear, He was taching 7000 at about 
200 mph and just ready to grab fourth when his rear wheel 
locked up tight. Allen naturally assumed that his engine had 
seized, fought the steering and released the clutch. No help; 
the bike continued in its locked-up forward slide. Allen held 
it steady for nearly half a mile, then could hold it no more. 
It got sideways, made an end-over-end flip, soared in the 
air for 75 feet then went bouncing and sliding in all direc- 
tions. In this vehicle the rider’s head is not enclosed and 
Allen tapped his several times but received no head injury. 
The crew rushed to where Allen had come to rest. He had 
already dragged himself from the debris and greeted them 
with a slowly-drawled, “Aw, to hell with this. Let’s go fishin’.” 
This is what happened. The record machine needed a 
new parachute brake and one was ordered by mail at the 
last minute. It was a bit too large for its receptacle, from 
which some small festoons protruded. At 200 mph they were 
sucked into the chain and rear wheel, followed instan- 
taneously by the total ’chute. Naturally, things locked up. 
It is well worth noting that the Dunlop tire on the locked 
wheel was ground down to the fabric but no more. The 
cord resisted the tremendous abrasion it received. 
Allen was rushed to the Tooele County Hospital, 80 miles 
away, where he was examined and treated. Miraculously, he 











used in 1957. Ultimate speed aimed at with MG- 


he yz i : 
based engine mounted in this chassis is 270 mph. _ yard to his bed 


As we passed the bike on its trailer Allen asked, “Is it 
badly bent?” 

Phil Hill tries on the EX 181 for size. Lack of roll “No,” we told him, “the frame is just tweaked a little. 
bar and safety harness would bar car: from most Only the tail of the shell was ruined.” 
Americawren speed ttals Gn the: em. On the verge of passing out he said, “Well, why aren’t 
they working on it then? A little fiberglass is all they need. 
E I came here to ride that thing.” 
/ We tucked Johnny between the sheets but before he slept 
he said, “I feel a lot better about that machine now. I flipped 
it many times when I was learning to ride it, but always 
at speeds less than 50 mph. I figured that if I ever lost it at 
high speed everything would scatter. Now I know how well 
Stormy built it; I’m still here.” 

Stormy Mangham’s plane was grounded by weather in 
far-off New Mexico. Schaller broke the news to him by 
phone and Stormy directed, “Pick up the pieces and bring 
them back home.” The tiny two-wheeler will run again after 
proper repairs are made. Meanwhile, Stormy is hard at work 
on a new project: a 400 mph two-wheeler to be powered 
by a Chevrolet V8 engine! 

As for the legal dispute between the British Manufacturers 
Association and the continentally dominated Federation 
Internationale Motorcycliste, few persons west of the English 
Channel seem to be deeply concerned. The Triumph stream- 
liner is the world’s fastest ‘cycle, according to clocks and 
authorities that are acceptable to the FIA, but not the FIM. 
Lamentably, that argument seems to be a political and 
academic one, without much reference to legitimately- 
accomplished record speeds. 


GOP ; FOE se ae Sigs oe Bakers had emerged with just a cracked rib and various stretched ! 
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This year the EX 181 ran without the tail fin him and, holding him up by the armpits, steered him across | 
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Two record-run veterans, 
Alec Hounslow (left) and 
straw-hatted Capt. 

G. E. T. Eyston talk to 
their driver Phil Hill. 





by Karl Ludvigsen 
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m At the conclusion of a discussion of Aston Martin’s 
DBRI1/300 sports car, back in December, 1957, SCI said, 
“You may note how suitable the DBR1 suspension parts and 
gearbox would be to a G.P. car, and also the next year’s 
Formula is for 214 liter cars on gas, with which John Wyer’s 
crew have plenty of experience. That heavy engine block was 
always an obstacle, but now that it’s been given a diet... 
It’s all up to David Brown, of course, but at this rate he’ll 
soon have a new world to conquer!” 1958 was not to be the 
year, but 1959 saw simultaneously the utter dominance of 
the well-developed DBRI1 in sports car racing and the first 
trial season of the long-awaited Aston Grand Prix car: the 
DBR4/250. (This designation, by the way, indicates David 
Brown Racing car, basic chassis-engine combination #4, 
displacement approximately 2500 cc. DBR2/370 was the big 
combination of Lagonda chassis and G.T. engine now 
being raced by George Constantine, 

Unlike its sports car heritage, Aston Martin’s Grand Prix 
background is extremely limited. It consists in fact of the 
entry of two 11,-liter cars in the 1922 French G.P., without 
success. Some 33 years later an experimental single-seater 
car was constructed on the twin-tube DB3S chassis and fitted 
with a 21%-liter version of the Lagonda-based Aston six — 
in place of the blown three-liter unit, probably based on a 
1954 Le Mans engine, originally slated for the car. This 
machine was built specifically for free formula racing and 
was entered for the 1956 New Zealand G.P., where it broke 
its engine in practice. Though this particular car wasn’t 
designed to compete with contemporary Grand Prix cars, 
it was built while design work on the new DBR1/250 sports 
car was in full swing, and shows that monoposto considera- 
tions were very much in the minds of the Feltham engineers 
at the time. 

TENTATIVE TESTS 

Not long after the DBR1/300 scored the first in its long 
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In The Fire 


As here at Zandvoort, Aston test driver Roy Salvadori found the new Grand Prix 


car beautiful to handle but lacking in power for its weight. 





string of victories, in mid-1957, an Aston Martin Grand Prix 
car was in existence. Early in 1958 track testing was under 
way, Tony Brooks being just one of the test drivers who 
reported that handling was good but power low and weight 
high. Development was at a higher pitch in October of 1958 
when David Brown received a shock in the shape of the 
114-liter formula for 1961. To quote Mr. Brown, “We had 
to consider very carefully whether to abandon this project 
or continue for the two seasons that were left. We decided 
to continue.” 

Through the winter of ’58-'59 Roy Salvadori handled the 
bulk of the test driving at Goodwood and Silverstone, under 
the direction of Reg Parnell. Tony Brooks and Stirling Moss 
also paid periodic visits to try for fast lap times. Finally the 
sleek single-seater was felt ready for the racing stage of 
development. Unveiled on April 20th, 1959, it was entered 
for the May 2nd International Trophy Race at Silverstone, 
where team drivers Salvadori and Shelby put in one of their 
best performances of the season. Second place and the fastest 
lap were collected. Thereafter the cars were run in the G.P.’s 
of Holland, England, Portugal and Italy, without success. 


LOOK-ALIKES 

Just as the DBR1/300 sports car bore a general similarity 
to the 300S Maserati, so does the DBR4/250 appear to 
emulate — even more than in the first case — the arrangement 
of the 250F Maser, a car which has faded out of racing at 
the end of this formula just as its forebear, the 4CLT/48, did 
from its metier ten years ago, Predictions that the Aston 
would be able to do no better have been wide of the mark, 
though. The British cars haven’t been winning but neither 
have they been frequent back-markers. The general resem- 
blance does exist but the detail design and execution on 
the DBR¢4 are in accord with its four-years-newer conception. 
Unfortunately, however, it’s not new enough to be fully 
in accord with the techniques in suspension and weight 
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Drawing and photo at top reveal inner workings of Grand Prix Aston . 
engine, from extreme 95 degree vaive placement to fully-machined crank 
and connecting rod. Deep ribs of latter give exceptional strength for 
weight. Full-skirted piston has radical crown contours. Cockpit, directly 
above, features instrumentation unusually elaborate for Grand Prix car, 
part of the inheritance from sports Aston Martins. At right the frame 
is seen stripped down as far as is usual in routine service, the cockpit 
bodywork remaining in place. Oil and water radiators are united. 


Modern classic design techniques used in new British Grand 
Prix car, refined in detail to provide near-competitive 
performance. Major components taken from successful 
three-liter sports car. New front suspension system prin- 
ciple shared with current Aston Martin sports-touring car. 








Aston Martin DBR4,/ 250 
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Cast of aluminum, the cylinder head is very much a toolroom job, with its extremely 
complex stud arrangement. Back end, toward camera here, is cast open and closed by 
welding on aluminum plate. Very deep combustion chambers have contoured plug holes. 


Front suspension, seen from front of right-side wheel, was developed on DB3S models 
and used on DB4 production coupe. Big ball joints are guided by fabricated tubular 
arms, which in turn are controlled by coil springs, Armstrong shocks and anti-roll bar. 
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reduction that many G.P. car builders are now employing 
with an eye toward the 1961 formula. Since he is outspokenly 
opposed to the 114-liter limit, and plans to stick to Gran 
Turismo racing after this season, David Brown isn’t too 
concerned by this point. 

As was undoubtedly intended from the beginning, it was 
possible. to use many of the DBRI sports car components 
in the Grand Prix car — many of them being from the neat 
layout of rear-mounted gearbox and de Dion axle. Its two 
halves bolted together at the center, the axle tube passes 
behind the final drive casing. Slightly on the short side, the 
parallel tubular trailing arms that guide each hub are spaced 
wide apart. Lateral location is by a massive Watts linkage 
that embraces the center of the axle tube. Springing, lever- 
actuated longitudinal torsion bars, is damped by tubular 
Armstrong shock absorbers, Even in these days of inde- 
pendent rear suspensions Aston’s Technical Director John 
Wyer would make no apologies for continued use of the 
“compromise” de Dion layout, feeling strongly that oversteer 
in roll is inevitable with most current forms of i.r.s. 


NO SYNCHRO NEEDED 


With its shafts placed transversely, the massive gearbox 
rests below the fully-machined half-shafts, in unit with the 
final drive. Our photo clearly shows the layout of the 
straight spur gear sets for the five forward speeds, as well as 
the big final drive spur that carries torque up to the ZF 
limited-slip differential. We show the sports car version of 
the transmission, which differs from the G.P. box in having 
the changeable input gear set so placed that the drive from 
the engine enters the center of the case. To allow a low 
seating position on the single-seater the input gear is swung 
180 degrees around to the left-hand side of the casing, 
necessitating a drive line angled across the car as in the Dino 
Ferrari or “Offset”? Maserati. 

Rugged dog clutches engage the constant-mesh gear sets, 
without the aid of synchromesh. At one time a type of synchro 
was tried but the forces involved in racing use were so violent 
that the more fragile parts were often damaged. Porsche 
synchromesh, which the David Brown Automobile Gearbox 
Division now uses for some truck transmissions, would be 
employed if a new box were designed. In the left-hand cover 
of the gearbox is a pressure pump for the dry-sump oiling 
system driven, like the scavenge pump on the right, by the 
mainshaft. 

Some reports indicated that four-speed gearboxes were tried 
on the cars last year, at Aintree and afterwards. This would 
be logical in view of the light weight of this car as compared 
to the sports version, and the need to lighten this one still 
further. Reverse is now superfluous and if another gear were 
removed the entire right-hand end of the case could be 
lopped off, in effect, leaving a much more compact unit. 

Another carryover from the sports car has been the use of 
Girling disc brakes with cast iron discs and alloy calipers 
carrying Ferodo friction pads. The drilled brake pedal pres- 
surizes two master cylinders which are replenished by two 
reservoirs under the right-hand side of the dashboard. 


MUCH MODIFIED POWER 

Throughout the rest of the DBR4 the machinery is either 
brand new or very extensively modified for G.P. use. In the 
latter category is the engine, which naturally is very closely 
based on that used in the sports/racing Astons. After years 
of racing with four main bearings it was finally found possible 
in early 1958 to make up a new seven-bearing block and 
crank without increasing the overall length of either. The 
light alloy crankcase continued to extend down and around 
the mains, whose caps are deeply submerged in the bottom 
of the block and given lateral bracing by through-bolts. 
Machined from a hand-forged billet, the crank is given full 
counterweighting only at selected points — the heaviest being 
adjacent to the center main. A large-diameter vibration 





damper at the crank nose is still necessary, especially for 
this engine which is undoubtedly asked to turn to and over 
7500 rpm on occasion. 

Also fully machined out of rough forged blanks, the con- 
necting rods are of a new, deeply-webbed pattern that effected 
a 200-percent increase in strength at the sacrifice of one 
additional ounce of weight. Addition of three bearings to 
the crank meant that the widths of the rod big ends and 
bearing journals had to be reduced, stressing the Glacier 
copper-lead bearings even more highly. 

Full-skirted Hepworth and Grandage pistons carry one 
oil ring each and two of the very narrow Dykes compression 
rings a respectful distance below their very peaked crowns. 
An unusually deep combustion chamber results from valve 
inclinations of 45 degrees for the intake and 50 degrees for 
the exhaust, calling for a radical-looking piston crown just 
to get the sports engine’s 9 to 1 compression ratio. Straight 
bevels rather than recesses in the crown leave the requisite 
tolerance for floating valve heads. 


DEEP BREATHER 

By 1958 the Aston team sports cars were regularly using 
the “95 degree” head that had been tried experimentally in 
'57, and is carried over to the G.P. car engine. Of aluminum, 
the head is fitted with cast iron and bronze guides for the 
intake and exhaust valves respectively, and carries the cam- 
shafts direct without bearing shells. The guides for the 
sodium-filled exhaust valve stems are directly exposed to 
the flow of the cooling water which leaves the head through 
manifolding just above the exhaust valve row. Cup-type 
tappets travel in bores directly in the aluminum, and sur- 
round two coil springs per valve. Though the valves and 
tappets appear light, by racing standards, there doesn’t 
appear to be room for more or heavier valve springs to cope 
with the higher revs that the G.P. version of the engine 
must reach. 

Twin-throat 45 mm Weber carburetors carry long ram 
tubes and are bolted up to stub manifolds and intake ports 
of the same diameter. The intake valve head is 50 mm in 
diameter, very close to two inches. On the Maserati 250F six 
the intakes are only 46 mm, but the Dino 246 Ferrari goes 
a bit better at 52 mm. Both the Aston and the Maserati have 
40 mm exhaust valves, far down on the Ferrari’s 46 mm. Like 
some but not all Masers, the DBR4 has two completely 
separate exhaust pipes servicing the front and rear groups 
of three cylinders. 

STILL CHAIN DRIVE 

When the alloy blocks were designed the basic two-stage 
chain drive to the cams from the.old engine was retained, 
but with the option of substituting a short train of gears for 
the second or upper chain stage. This is what has been done 
with the 95 degree head, to good effect. An idler on the chain 
portion drives the water pump, which is mounted in the 
timing cover and delivers water to the block through cast-in 
manifolding. A conventional vertical-flow Marston light alloy 
radiator is used, with an integral header tank. 

At the right front of the block there are two scavenge oil 
pumps for the dry-sump system which feed directly to the 
oil cooler, in unit with the radiator, and thence to the 
reservoir placed in the tip of the tail. A single pressure pump 
on the left side draws the BP lubricant back and into the 
engine via a filter. 

Superficially similar, the sports and G.P. versions of the 
Aston engine differ in several respects. Naturally the single- 
seater has no generator or starter, and also uses twin Lucas 
magnetos, instead of distributors, to fire the two 10 mm plugs 
per cylinder. A mechanical fuel pump, driven from the front 
of the intake cam, blocks off the mounting of a vertical 
breather pipe as used on the sports car. Symbolic of the 
higher revs used, the G.P. engine has slightly shorter ram 
tubes within the big intake air box. Starting with the fact 


(Continued on page 78) 
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I ‘ ° R f qj Hi 4 & Beep-beep, beep-beep, went the little Rambler ’round and ‘round 
ail American n alinic @S nome continental Divide Raceways November 15, leaving other drivers with 
the bug-eyed look of the Cadillac driver in that horn-honking tune of a 
year or so ago. 

. . . Before the starter’s flag dropped for this first endurance race featurin 
By Hile Goodrich and Dick Burnell strictly stock Median aia anit foreign economy sedans, the Ramble 
generated little interest among other drivers or spectators at the sports 
car circuit south of Denver. Only one Rambler American was entered, testifying to the 

lack of faith American Motors dealers had in the car as a competition item. 

It wasn’t advertised and won’t be, but the Rambler Dealers Association of Denver had 
cast a vote of no confidence in the six-cylinder American when Continental representatives 
invited them to enter the race. A dissenting voice came from Johnny Mauro, himself the 
owner of a Rambler franchise until two weeks before the race. Mauro dropped the fran. 
chise for reasons not necessarily connected with the race, but he entered a baby blue 
Rambler American anyway. Mauro knows something about race machinery, having finished 
eighth at Indianapolis in 1948 and entered six times thereafter. 

During practice Mauro and his co-driver, Tommy Rice—a Denver man-about-midgets 
—attracted little attention. They turned in lap times better than some Falcons and Cor- 
vairs, slower than some others, Past performance did little to indicate a first-place finish 
for Rambler. The engine is downright conservative and old-fashioned. The American’s 
suspension gives it a soft ride, definitely not like a competition machine. The single item 
in Rambler's favor was its big (195.6 cubic inches) engine that certainly is capable of 
developing useful torque. 

Although Mauro and his Rambler raised many eyebrows, there were other surprises in 
this first meeting of the compacts and the foreigners. Notably absent from the starting list 
of 23 cars were Studebaker’s Lark and Chrysler’s Valiant. Ray Lavely, Continental man- 
ager, said Chrysler dealers had difficulty in getting enough cars to allow extras for racing. 
On race day there was a grand total of six Valiants in Denver for all purposes. A week 
before the race Lavely was advised that one Valiant would be entered and a Denver race 
driver took one for a few practice laps around the Continental course. He turned in times 
that caused Falcon and Corvair backers to lose much of their earlier enthusiasm for the 
contest, but two days before the race Chrysler dealers told Lavely that they would only 
enter if they could find three cars to race. They said they didn’t want to risk sending in a 
single car for fear something would go wrong and blacken the Valiant name. 

Lark dealers turned down an invitation when they realized the 3500 cc top limit on 
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engine displacement would keep out the Studebaker V8’s—just as it kept out the big 
Rambler mill. The Study in-line six would have been in Class Two of the race (2501 cc 
to 3000 cc) with the Valiant and Ford’s Zephyr and Zodiac. 

Denver Chevrolet dealers lined up the most professional-looking organization. Team 
Captain Bill Martinez, an old hand in regional SCCA affairs, cornered the market on top 
sports Car drivers in the area, especially those with experience in rear-engined machinery. 
‘— = Number Two car in the Corvair lineup, and the one that led the pack of Chevys, was 
| shared by Bob Donner and Mike Collins of Colorado Springs. Donner holds the track 
record at Continental Divide with a 73 mph lap set in his RSK. Collins is an up-and-coming 
Porsche pusher who’s done most of his work in a GT Carrera. Danny Collins of Denver, 
usually a Ferrari man, and John Max Wolf of Colorado Springs, piloted Number One 
Corvair. Wolf generally runs in an Alfa but he’s done fine work in a Porsche too. The 
two other Corvair pilots, Charlie Lyons and Jim Eichhorn of Denver, have built their own 
rear-engined specials, using Porsche and VW hardware. 

After the flag fell for the six-hour event, the first lap was a mixed-up affair with Corvairs, 

Falcons, a Volvo and the Rambler trying for the front spot. In the second lap Corky Blair, . 
© Denver stock car pilot, took the lead in a Volvo and for a few minutes seemed secure 

until Mauro began pressing. The Rambler pilot drove conservatively but surely and at 

the end of the fifth lap moved into a lead which he soon consolidated with lap 

speeds of up to 58 mph. Blair held the Volvo in second place. Behind the two leaders were 

a Falcon with Jim Sterling of Aurora aboard, the Danny Collins Corvair, the Donner 

Corvair and another Falcon driven by Steve Wendt of Boulder. 

With an hour gone the race pattern seemed clear—Rambler, Falcon, two Corvairs, 
= another Falcon, Volvo, Corvair, Riley, plus a Falcon that seemed ill and a Volkswagen 

that was running well indeed. Mauro held a 55-second lead over the Falcon in second 
place. For the first hour his average was 53.2 miles per hour. 

No sooner had the first hour positions been noted than the Corvair bubble burst. The 
Donner car and another in 12th place driven by Seymour Laff went into the pits for tire 
changes. Donner came in on a rim. Lyons pulled his Corvair off the course on corner 

Number Five and drove half way around on a rim. Collins brought in his Corvair for 
tire treatment as soon as Donner and Laff got out of the pits. 

With new tires mounted and all Corvairs back in the race, the top Chevy products 
found themselves running in sixth and seventh place. Ahead of them now were the Volvo 
of Jack Miller of Colorado Springs, a Riley driven by John Barker of Denver and a 
Volkswagen piloted by Joe Doubek of Littleton,Colo.-and the Rambler and two Falcons. 
(Continued on page 80) 
















Above left: Although the Corvairs didn’t lean too much, 
the rear ends hung out pretty wide causing extreme tire 
wear on rear wheels. Photo above shows one that blew. 
Left: To everyone's surprise, this VW finished second. 


Dr. Fritz Wankel holds the results of 37 years’ study and development 
work: The rotor, one of the two moving parts of his incredible engine. 


>» A handful of-years-ago’a»brilliant«mathematician arose 
from his desk, scooping up a sheaf of papers interlaced with 
charts and computationss He had set shimself the task of 
calculating the best theoretical construction for an internal 
combustion engine, and, to his own satisfaction, he had 
succeeded. However, Dr. Felix Wankel had no earthly idea 
how to go about actually building such an engine. He needed 
help from an experienced automotive company. Like count- 
less other inventors before him, with ideas both brilliant 
and bizarre, Dr. Wankel found little sympathy among the 
major manufacturers of his native Germany. It was not until 
he called on NSU, a small but progressive firm whose 
initials are translatable as Sewing Machine Union of Neckar- 
sulm, that he was able to elicit any favorable response. NSU 
took the job; today they have a gold mine on their hands. 

As the press release puts it, the engine’s two moving parts 
—a rotor and a shaft—work on a “trochoid principle”. 
Webster is no help at all, defining “trochoid” as “the path 
in a fixed plane of any point in a moving coincident plane 
when a given curve in the latter plane rolls without sliding 
on a straight line or an arc or circle in the former plane”. 
Without going into further detail, we can point out that 
the motion of the rotor in Dr. Wankel’s engine is dependent 
on the rolling without sliding of one circle upon another, 
an action which takes place along the engine’s internal gear- 
ing. We’ll go no more deeply into technicalities here. On 
the facing page, in the simplest manner possible, SCI illus- 
trates and describes the way this new prime mover works. 
We believe you'll find its motions to be hypnotical'y 
intriguing. 

By late 1957 NSU had brought the engine to a point where 
licensing agreements could be discussed, and it was at this 
juncture that Curtiss-Wright entered the picture on the 
American side. Since that time development has proceeded 
separately on powerplants of different sizes. NSU’s research 
team, under the direction of Dr. Walter Froede, has con- 

(Continued on page 89) 


Seen here on the test bed, the very latest German version of the Wankel 
engine is scheduled to go into production at NSU within a few months. 


PHOTOGRAPHY: WEITMANN 


THE SHAFT 


The SCI Staff 


al, in other words, is mounted off center, but is at one point 
tangential to the two side or “carrying” journals. This relationship is 
shown in the drawing to the right, which is shown to the same scale as 


the other component drawings. Also shown here are the two counter- 


One of the two moving parts of the NSU/CW is a simple shaft, supported 
weights. that are splined to'the shaft just outboard of the carrying 


by two wide plain bearings, which carries at its center an offset circular 
bearing journal of larger diameter than the side journals, The larger 


journ 


. 


presents a primer 


for a new kind of power 


journals. With these, perfect balance for the engine is provided. 
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P SClI’'s advertising manager on the west coast is amiable, vociferous Bill Burke. Burke has worked with 
high-performance machinery for most of his years and has left some historic marks on the sport. In 
1947, for example, he invented the wing-tank bodied lakester. Always interested in the challenge of 
going fast with few inches, Burke built a Class F streamliner in 1952 with which he set the Bonneville 
record of 136.90 mph, which still stands. When the first Cisitalia reached the coast it was Burke who 
Tilelcot-Yo MoM il ol-1ge] (okt Musto) (e Me) Miii-W ololeh’ Ml el-tie)d-m Zell Molol!] (o Moh au a l-1deMl DLULI(o MM Nilo Mm Zil-Ti MM oil mney Mo) celle ili 
the beautiful little Cooper streamliner to the Salt in ‘54 Burke could not resist making a mold of its 
shell although he had no distinct plans for its use. 

Merely spectating is torture for the congenital contestant. This year Burke succumbed to his better 
instincts, pulled a glass shell from the Cooper mold and torched up a chassis. The absolutely basic 
problem in architecting any really slippery machine is tires, with the goal being the smallest rubber 
that will support the speed. Burke encountered an additional problem: there ‘were no high-speed 
American tires available that could bé squeezed into the Cooper’s wheel wells. It seemed that these 
would have to be cut away entirely when the situation was saved by a set of Goodyear’s brand 
new Grand Prix road racing tires; their 26% in. outside diameter was 1° in. smaller than the best 
alternative. 

For a power source for the little streamliner Burke turned to motorcycle wizard C. B. Clausen, an 
| egg-head practical engineer whose Hood-Clausen two-wheeled streamliner has been clocked at 
a world’s fastest 224.71 mph. C.B. provided an 88 cu. in. V-twin of his own manufacture; its 
reemblance to Harley-Davidson practice is only superficial. 

With over 130 bhp on tap, burning 50 per cent nitromethane, and with an all-up weight of 587 
Ibs. for his vehcile, Burke stood to go: very fast indeed this year. His top time of 151.38 mph was 
respectable but well below the machine’s potential .. . which was on the order of 195 mph at 6000 
rpm. The problem lay in the use of the widely-spaced top two cogs in a three-speed box. An engine 
of this type will not lug and the revs lost during shifting could not be recovered. One of the watch- 
words at Bonneville is, ‘‘Well, there’s always next year.’’ Next year Burke’s transmision will be a 
Tol oxy of-\-Lo MAU Maole Ml] <-MoMR Colelii Mme! olelam : 


by Griff Borgeson 
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At upper left, drive chain is fed into tiny brute’s entrails by Bob Laster, 
who specializes in sports car engine conversions in L.A. Behind sturdy 
roll bar of 2% x .125 inch Shelby tubing, Bill Burke installs fuel pressure 
pump. Reservoir for dry sump system is in foreground. Above, steering 
wheel by Chassis Research ties into ‘37 Ford Anglia box and suspension. 
Shelby tubes of 2 x .095 inch mild steel form the frame, which is deep- 
sided for stiffness and safety. Stubby shift lever for wide-ratioed Harley 
box is at lower left, next to front radius rod end. Clausen turns his own 
steel cylinder barrels for extensively modified Harley engine to produce 
39/\4-inch bore and 41-inch stroke, to give 88-cube displacement—at 
left. Two Riley sidedraft carbs feed fuel. It drives through an axle from 
a 1938 Harley three-wheeler. Early axle was chosen for its 60 percent 
aluminum content, which reduces its weight from the usual 100 to 68 
pounds. Tires: 500 x 16 Goodyear Road Racing. Fiberglass shell, seen 
below, was pulled from mold made from tiny Cooper streamliner. Wheel- 
base is 84 inches, front and rear treads 40 to 38. 





Right: Fast refuelling for the Minoia Bugatti in the 1923 Targa. 
Below: With his slipstream full of dust and flying stones, a 
1929 runner makes the long twisty descent from towering Polizzi. 


by Dennis May & Nobody choked on Louis XIV’s L’etat c’est moi, and 
Vincenzo Florio would have been just as safe from contra- 
diction if he’d paraphrased the claim to fit himself and his 
wondrous automobile race: ‘““The Targa Florio — that’s me”. 
It was indeed him. Overriding nervous elders, who envisioned 
disaster on every vertiginous brink and around every moun- 
tain hairpin of the fiercest road course ever mapped, Florio 
inaugurated his awesome contest when he was twenty-three, 
in 1906. He personally financed and directed it until the 
day he died, in January of 1959, in his seventy-seventh year. 
Times when entries flagged, he licked the deficit by buying 
maybe eight or ten cars, racing one of them himself and 
putting the rest at friends’ disposal. The skyscraper Madonie 
circuit in its sundry variants, the least of which was longer 
than three Nurburg laps placed end to end, made Florio’s 
native Sicily the E] Dorado of European motordom. 

Here, in the Targa’s teething years before WW1, men like 
Felice Nazzaro and Vincenzo Lancia hit the TDC of fame. 
Here, in the second phase of the fight, a new aristocracy of 
speed was spawned, topped by such campioni as Masetti, 
Werner, Ascari Sr., Constantini, Divo, Varzi, Nuvolari, 
Chiron, Brivio. Here, in 1955, after pensively mulling Fangio’s 
dogma that a 100 kph lap was impossible, Moss floored the 
oracle by breaking three figures the very first time he raced 


60/SPORTS CARS iILLUSTRATED/FEBRUARY 1960 











Right: Dame Peduzzi’s Stanguellini, 
badly crumpled during the’53 Targa. 
Below: After World War |, Mercedes 
made their racing comeback in the 
Targa Florio in 1924. Here, one of 
the team cars rounds pit area turn. 


PHOTOGRAPHY: AUTOCAR 


for Vincenzo’s plate of gold. (But let’s don’t forget it was 
Peter Collins, Stirling’s co-driver on the winning Mercedes, 
who wiped out most of the debt incurred by Moss when he 
bounced into a field six feet below road level) . 

The British had waited a long time for this, their second 
‘Targa win — 43 years to be exact. Sole previous success by an 
Englishman had been in 1912, when a type named Snipe, 


accompanied by a tipo named Pardini, drove an Italian Scat 
to victory. Along into the second half of the longest race in 
the series to date—600 miles—these partners learned they 
were leading by the useful margin of two hours. So Snipe, 
weary from his exertions, reined the Scat onto its haunches, 
climbed down off the box and went fast asleep in a ditch. 
An hour and three-quarters later he was still insensible, 
oblivious to the reveilles Pardini was sounding at point 
blank range. Finally, exerting a last despairing tweak in his 
tug-’o-war with Morpheus, Pardini threw a bucket of water 
in Snipe’s face. That did it. Cyril made a vertical takeoff 
in midsnore, bounded aboard and headed flatout for the 
finish at Palermo. He beat the next-up crew, Garetto and 
Guglielminetta with a Lancia, by better than half an hour. - 
The winners’ time in 1912, incidentally, exceeded the 
modern Le Mans sentence by 37 minutes 19.8 seconds, the 
last finisher taking nearly forty hours to complete the course, 
Florio himself, not content organizing the race and mother- 
ing the prototype of a new make to which he’d pledged his 
checkbook — the Florio — made his third and least impres- 
sive bid for his own Targa in 12, driving a Mercedes. On 
an urban section of the itinerary, where it traversed a 
streetcar route, he absentmindedly followed the tracks into 
thin air over some temporary excavations. The Merc’s tread 
(Continued on page 90) 
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Having won the Manufacturer's Championship in Grand Prix racing in 1959 
with his Climax-powered cars, John Cooper can be excused for having missed 
the first season of Formula Junior. Now that he knows it’s here to stay, 
John, seen seated in the first Junior Cooper, has prepared a most suitable 
car. Its frame design and suspension are patterned closely after the G.P. 
Cooper, but Formula 3 wheels and integral brake drums are used. As seen 
at the left a torsion anti-roll bar is fitted to the front suspension and, 
above, a single fuel tank is placed between the driver and the radiator. 
A production-type Citroen gearbox is still used, with an A-series BMC 
engine bored out to 994 cc. Weight is 798 pounds, with oil and water, on 
an 86-inch wheelbase, When production begins, price in England is to be 
about $3700. For full Formula Junior roundup, see next month’s SCI. 
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Interior finish on the Fiat road- 
ster is of a very high order. Twin 
dials, one for speedometer, the 
other for fuel level and water 
temperature, are set slightly be- 
low eye level. Four toggles below 
dash control instrument lights, 
blower, map light, and wipers. 
Headlight switch is to left of key. 


RO AD TEST: b> When SCI tested the original 1200TV Roadster by Fiat 













































in the January, 1959 issue, a great impression was made by 
this sedan-based touring car’s outstanding handling and top- 
drawer finish. This was, frankly, most unexpected since no 
sporting claims were or are made for this two-seater version 
of one of Italy’s most popular four-door go-to-market auto- 
mobiles. If something was left to be desired in this first ven- 
ture it was: one, far less power than the chassis could handle; 
and, two, styling that was somehow awkward and cliche- 
ridden. Though it was built by Farina, he apparently had no 
hand in its design. 

Since last January, desire one has been fulfilled by a new 
Osca-based twin-cam engine soon to be available in the Road- 
ster body-frame. It’s discussed on the opposite page in this 
issue, while our newest test car retains the 60 SAE bhp Fiat 
engine. Desire two has been created and executed by Farina: 
as clean and handsome a body as graces any production car. 

Wide doors, no longer obstructed by the dog-leg caused by 
the earlier wraparound windshield, allow as easy entry and 
exit as can be provided in a car whose seats are very low to 
the ground. The inside door handle is a nicely-shaped trigger 
tucked under the armrest where it’s easily found and oper- 
ated, but where it can’t cause physical injury in a crash, Roll- 
up windows are a clinching sales feature in a touring-type 
sports car, but these continue to suffer from Farinitis: too 
many turns from top to bottom. 

When a two-seater is built atop a sedan’s platform chassis, 
as is often the case in production sports cars nowadays, in- 
terior accommodations are sometimes shaped by convenience 
instead of anatomy. The new 1200TV scores strongly with 
a roomy cockpit that is completely livable. Cushions of the 
seats are long and firm to give good thigh support, while the 
deeply curved backs provide surprisingly effective lateral re- 
straint. A high wheel position and extremely long seat ad- 
justment track guarantee sufficient knee and leg room for 
the bulkiest or lankiest of drivers. The only customer that 
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ROAD TEST [ ENGINE 


Displacement 74, cu in—1221 cc 
KFiAT Dimensions Four cyl, 2.83 x 2.95 in 
Gomprassion RON ..5..0ccicccsetcneces 8.0 to 1 
Power (SAE) 60 bhp @ 5300 rpm 
1200 TY 60 Ibs-ft @ 3000 rpm 
Usable rpm Range 1200-6000 rpm 
. , Piston Speed = V5 
Price as tested: $2812 plus radio @ the seinen / 
Distributor: Roosevelt Fuel Recommended 
Automobile Co., Inc. Mileage 
2825 V Street, N.E. 
Washington 18, D.C. 





CHASSIS: 
Wheelbase 





Suspension: F, ind., wishbones, coils, 

R, rigid axle, leaves. 2 anti-rollbars. 
Turns to Full Lock 
Wb ARNO oscccn cs oy sitnctass ore wee ee 5.20 x 14 
Swept Braking Area, F, R 122, 122 sq in 
Santon ae Curb Weight (full tank) 
Test Weight 
Weight on Driving Wheels 











DRIVE TRAIN: 

Mph/1000 

Gear — Ratio Overall rpm 

FIAT 1200 TV Rev n/s 3.38 14.52 4.8 
emperature 50 OF 
Se ee Ist n/s 3.38 14.52 4.8 
above seo level 160 f 2nd syn 2.09 8.99 Ae 
3rd syn 1.38 5.94 7 


4th syn 1.00 4.30 16.1 





is of 4 runs. 


| | | 


INDICATED MPH 


SPEED 0 2 4 6 8 0 12 14 16 18 20 22 24 26 28 30 
RANGES 


ACCELERATION TIME — SECONDS Final Drive Ratios: 4.30, no others available. 























A TV owner might feel neglected is the shorter driver, who might find 
can check the 


pesphcee b Ga —_ himself looking through the top rim of the wheel; a cushiot 
inte Guid. “ x * would correct this. Without elaborate leathers or pretensé 
oil filter, the thoughtful design and rearward incline of these seat 
steering makes them eminently comfortable. Now that Chrysler ha 
linkage, ; Re hs made its seats swivel, Farina has given up the feature! 
windshield a ; nes ? P 
che tai: oe a Originally the Roadster used the instrument nacelle righf 
and contents # sii Wy 2 out of the 1200, which was not too sporting. A neater appear 
of the sump ance is presented by the twin dials now fitted—one for the 
without ruining =f a WS ° speedometer and the other for fuel level and water temper 
the crease in °% Aw F 
cinerea . PN sl ature gauges. Down below the dash are four neat togglé 
Long a weak : ty . . ; switches which take a bit of learning. A similar toggle at thé 
spot in sports 4 left of the panel turns on the headlight system, which is them 
cars, the trunk F ape? set at parking, dim or bright lighting by a long lever at the} 
(below) on the me ~ wake ; : 
Fiat 1200 is ke x left of the steering column. A hand throttle and choke arg 
ample for ’ both located under the dash, marked by succinct symbols. 
touring. \ = For serious touring in a roadster, even one as tight as this, 
a powerful heater. is a must. Fiat supplies it, in spades 
Though the designations are in Italian the controls are effec 
tive, directing the heat you want where you want it. Now 
much more Farina than Fiat in design, the Roadster’s con# 
vertible top retains the easy operation that won SCI acclaim; 
a year ago. Sealing around the windows is less elaborate than 
before but just as effective when the canvas flaps are properly, 
arranged. Unlike the otherwise similar Alfa Giulietta top; 
the fabric is permanently affixed to the body around the backs 
Only at or near the 1200T V's top speed do the top sides lift 
up, above the windows. Since triangular panes were fitted af 
the door leading edges, it’s too bad they weren’t made open# 
able, as this would be an aid to effective ventilation with thé 
top up. Summing up the use of inside space, there are only 
two small pockets for maps and the like ahead of the doors, 
but plently of room for shopping packages behind the seats: 
There is no small lockable compartment inside the car. 
Pivoting conventionally from the floor, the pedals are mor€ 
(Continued on page 95) 
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pm Just a year ago a Fiat GT coupe was unveiled at Turin. 
Under the bonnet was a 114-liter twin-cam engine. Still in 
the prototype stage at that time, this engine was designed 
and built at first by the Maserati brothers at their Osca 
factory in Bologna. In a very general way — classic dimen- 
sions of 78x 78 mm, five main bearings — this powerplant 
follows the lines of racing Oscas, but alloy block construc- 
tion with wet liners has been eschewed in favor of a very 
production-looking cast iron block. Drive to the twin cams 
and a simplified valve gear is now entirely by chain, and 
touring-type elaborations like a water-warmed intake man- 
ifold and mechanical fuel pump have been fitted. 

In standard form the 1500 Fiat is basically the same as 
the 1200 Roadster, seen on the previous two pages, using 
the frame platform of the 1200TV sedan with a Farina-built 
convertible body based on the coupe design exhibited in 
1958. A removable hardtop for this convertible does exist, 
but is not definitely available, while Farina also intends to 
build a small series of the genuine coupe. Apart from the 
engine and a few spruced-up trim details the main difference 
between the 1200 and 1500 is the use of the bigger wheels 
and brake assemblies from the 2100. Now in production at 
a reported rate of 50 cars per day, this sports Fiat is regarded 
in some circles as a retaliatory weapon against Alfa Romeo, 
who have met Fiat head on in Italy by assembling Renault 
Dauphines there. It will certainly have this effect, competing 
directly with the Giulietta and many Porsches at a Baltimore 
port-of-entry price of $3730, but its introduction was prob- 
ably well founded on serious market analysis. 

I spent an entire afternoon behind the wheel of the 1500 
Fiat in Turin recently, thrashing it up to Sestriere and back 
—a distance of just over 100 miles. In sum, I liked it very 
much. The driving position is good, the seats being well- 














First Impressions: FIAT 1500 SPORTS 






shaped and offering good lateral support. Laid out directly 
in front of the driver on the imitation wood dashboard are 
a tachometer and speedometer. The Fiat 1200 gearbox is 
used, with a sturdy central floor change and synchro on all 
but bottom gear. There is very little stowage space inside 
the driver’s compartment; in fact it is nil. Except for the 
large trunk there is no glove compartment, no door pockets 
or any space at all to put gloves or a camera or even maps 
— rather surprising on such a car. 

At idle the typical twin-cam accessory drive growl is 
noticeable but this disappears when light throttle is applied. 
The clutch on this very new car seemed solid and strong, 
but I wasn’t able to determine how long it’s likely to stay 
that way. The Fiat 2100 brakes were very impressive. I 
punished them brutally rushing down a series of tight moun- 
tain hairpins, but was able to stop easily for each one. A 
series of high-speed hands-off panic stops produced im- 
mediate, smooth and even braking. 

Though speeds in gears were held to 6000 rpm (power 
peak is 90 bhp at 5000, but available revs are closer to 6500) 
the 1500 accelerated rapidly, moving ahead steadily with a 
noticeable surge as each gear is engaged. Even at low revs 
in the higher gears there’s an instant punch when the throttle 
is depressed. This car is capable of covering the standing 
kilometer in 35 seconds and reaching 105 miles per hour. 

A car we really look forward to trying, though, is the Osca 
version of this 1500. The Maserati brothers are taking a few 
of these engines back to their shops and capping them with 
new cylinder heads which house bigger valves, stiffer valve 
springs, more radical camshafts, a higher compression ratio 
(9.5 to 1) , and two twin-throat 38 mm Weber carbs mounted 
in downdraft position in the center of the head — not unlike 
the Bialbero Abarth arrangement. —jla 


side-mounted carburetor, Italian 
body builders have already started 
to work their alloy tone poems on 
the 1500. An example {left) is a 
coupe by Bertone at the Turin show. 

















This might be racing's face of the future, Fitted 
out for hydroplane racing, this Tyce-Taylor 
twin-cam runs the exhaust straight up. Cam 
shaft drive is by gear and duplex chain. 


& F 
View up into cylinder barrel shows dished surface 

of combustion chamber stamping, holes for tw 
valves and spark plug. Brazed seam between tw 
halves of ports just shows between seat and valye 
guide tube. Sample flange has non-standard he 
pattern here, ° 
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Taylor hefts one of his hollow core cranks 
f ductile iron. Five 2.30 inch main bearings 
counterweights on both sides of each throw 
stiffness, good balance and a long life. 
engines offered differ only in stroke. 

















































































































by Stephen F. Wilder 

»> Though the five-cent cigar seems ever further distant, 
Tyce-Taylor Lightweight Engine, Inc. is ready to present 
the racing engine equivalent. Offered in three sizes, 91 to 
135 cubic inches (1.5 fo 2.2 liters) , the Tyce-Taylor engine 
will sell for only $1450 and up, F.O.B. Chula Vista, Calif. 

The changes in displacement are accomplished by alter- 
ing the stroke. It varies from 23% inches to 314, the 2.0-liter 
(120 cubic inch) engine using a 34-inch stroke. Bore is 
constant at 31% inches. 

The engine’s outstanding technical feature is a welded 
steel cylinder block, copper-brazed in a 2000°F. furnace. 

Horsepower output of 175 bhp at 6500 rpm for the - 
largest version is moderate, by current standards, but the 
firm’s name tips its hand. Quoted weight is only 175 pounds. 
This presumably is for a stripped engine without flywheel, 
carburetors or ignition, but even so it is startlingly low. 
Call it 200 pounds and it still compares well with the 
Coventry Climax 2.2, which puts out 210 bhp and weighs 
about 250 pounds. Just as Climax-engined GP cars have 
been highly successful against the Ferrari with their more 
powerful but heavier engines, so in turn may the T-T earn 
a place on the grid. 

Though construction isn’t, the basic layout is quite con- 
ventional. The four cylinders are in-line and water-cooled. 
The two overhead camshafts are driven by chain. Valves 
are symmetrically inclined at an included angle of 80 de- 
grees, giving much improved breathing over the Lloyd 
Taylor’s welded steel single cam engine described in SCI, 
March and April ’58. A hollow ductile iron crankshaft rides 
in a barrel-like cast aluminum crankcase, generally similar 
to those on the old Astons. 

Progress never comes easily, whether it’s a culmination 
of design details, each of which contributes to a higher 
efficiency, or an intellectual breakthrough to completely 
new concepts as described on pages 56-57. 

Lloyd Taylor is more than a hard worker. He’s a man 
with a mission. He’s dedicated himself to building better- 
performing piston engines than anyone else. Better, that 
is, performance, per pound or cubic inch, not per dollar. 
His natural target has been the famous Offenhausers. 

Not having had his mind molded by a formal education 
that taught him only how his predecessors did things rather 
than why, he approaches design problems with a refreshingly 
direct approach. 

One point on which he finds the rest of the design world 
has “caught up” is the matter of short strokes. (The Crosley 
had 2.50 inches bore and only 2.33 inches stroke, making 
it one of the first production engines to have a stroke /bore 
ratio less than unity.) 

Heat rejection is Taylor’s other major area of interest. 
Poor heat rejection means that the cylinders are in effect 
swathed in asbestos, holding in heat rather than dissipating 
it. The high temperatures inside cause spark plug break- 
down, rapid oil deterioration and fast cylinder wall wear. 
Poor heat rejection, says Taylor, is a major contributing 
factor in many engine failures. 

It is inescapable that much of the energy of the burning 
fuel will be spent in useless heat losses. Taylor’s achieve- 
ment lies not in fighting this inevitable waste but in design- 
ing the engine to accommodate the vast flow of heat as 
comfortably as possible. Hot spots occur wherever there 
is a large volume of metal with little coolant flowing nearby, 
so Taylor uses thin, constant thickness sections to avoid 
large volumes of metal anywhere. 

Taylor claims that if you cut a conventional cast block 
down the cylinder center line, the wear profile bears a 
strong relationship to the wall thickness as you go from the 
head gasket to the sump. Many people subscribe to the 
belief that increased wear at the top and bottom of the 
piston stroke is caused by low velocities and the momentary 
absence of oil, but surely the heat build-up due to extra 


(Continued on page 94) 






by H. U. Wieselmann 


Track Report: 
FORMULA 2 PORSCHE 


bm On asunny morning last October I drove to the Hocken- 
heim Ring with Zora Arkus-Duntov of Chevrolet. Porsche 
had the very fast 4.8 mile track closed off for tire tests, which 
were in full swing as we arrived. Almost closed off, that is, 
for Edgar Barth had already had a collision with a deer. 
It was fatal to the deer but only gave the RSK a harmless 
dent under the headlight. At once a game warden appeared, 
assessed the corpse, and then sold it to the racing mechanics 
at 38 cents per pound! Shortly thereafter the Formula 2 
racing car was unloaded—that tiny machine, weighing little 
more than 880 pounds, with which Porsche had taken its first 
step into the demanding realm of racing car construction. 

Hans Herrmann turned a few laps with it and then 
brought it back to the pits. It didn’t exactly enrage me when 
racing engineer Hild suddenly called to me, “If you want 
to, grab yourself a crash helmet...” and waved toward the 
little racing car, gleaming innocently in the sun. The nar- 
row seat was a force fit for my derriere. Seating position and 
pedal arrangement seemed ideal to me, even if I didn’t 
know exactly what to do with my left foot. This wasn’t 
too much of a problem because the clutch foot is usually 
occupied with its share of work in running up and down 
the six-speed gearbox. Below 5000 revs the little engine gives 
forth only inarticulate stuttering and no power. 

The speeds lie in three planes, in which gears 1, 3 and 5 
are to be found above and 2, 4 and 6 below. The reverse 
gear, which I sought next among the manifold possibilities 
offered, is non-existent on the racing car. 

The mechanics pushed me off in second gear; I opened 
the throttle; in an instant the tach needle was at 8500 rpm— 
and so it went in each of the following ratios. On the back 
straight (and not exactly on my first lap) I worked my 
way up to sixth speed. This “back straight” is in reality a 
long, drawn-out left bend, which nevertheless has such a 
generous radius that you can drive through flat out—in 
spite of a rather wavy surface. There the tachometer reached 
7300 rpm in sixth which, we later learned from the rpm- 
ratio chart, corresponds to 160 mph. 

This car, which one can handle as easily as a toy, partic- 
ularly impressed me with its unusually steady stance in 
curves as well as on bumpy surfaces, with its very precise 
and light steering, and with the potency of its rev-ready 
engine. Exceptional service is provided by the brakes, whose 
effectiveness and perfect balance were rated better than 
disc brakes by Stirling Moss after several trial laps of Good- 
wood in the Formula 2 Porsche. (With it he promptly broke 
the existing lap record, which he had set up himself with 
a Cooper-Borgward.) As I came back to the pits in this 
expensive automobile—of which only one exists—and ex- 
tracted myself from its narrow enclosure, I was happy as a 
school teacher who had won the Irish Sweepstakes. 

As Arkus-Duntov and I drove back in the twilight, we 
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discussed the ceramic-metallic brake linings which he now 
employs for racing versions of the Corvette. He maintained 
that in a race like Sebring these linings, used in conventional 
drum brakes, could out-brake discs. Since Porsche brakes 
have performed so well, in the midst of this controversy of 
drums versus discs, I’d like to repeat here some of the re- 
marks of Porsche Chief Engineer Klaus von Riicker on this 
subject: 

“During the 1959 1000 Kilometer race on the Nirburgring 
Porsche entered, for the first time, an experimental Carrera 
with disc brakes. Unfortunately the results were very bad. 
New brake linings had to be fitted after 27 laps (almost 
380 miles) since the original ones were worn right down 
to the backing plates. It goes without saying that we have 
been occupying ourselves with disc brakes for some time 
now, not only because they have been acclaimed by the 
press as a minor miracle but also because we, as a matter 
of routine, test anything new that comes along. In this 
case we obtained disc brakes from various British firms and 
tried them out. The best set we could buy proved to be 


(Continued on page 88) 





“It's a delightful little chair on wheels,” said Zora Arkus-Duntov after 
his Porsche ride, “but six speeds are too many from the human standpoint.” 











Cockpit, at left, is a snug fit even by modern race car standards. Fuel tanks are adjacent to driver's knees. 
Progressive simplification of rear suspension, below, has left vestigial frame to support gearbox, exhaust. 


PHOTOGRAPHY: WEITMANN 


Trailing radius rod braces lower “inverted wishbone” of rear wheel “These brakes are certainly as good as discs,’ Duntov, at left, tells author Wiesel- 
wspension system. Air is deflected over drum by simple scoop. mann, “but you should try one of my Corvettes with cerametallic linings!’ 


















































Phil Hill won $7250 in this practice-scarred 3.0 ex-works car. 
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Moss in better-handling 4.2 Aston lost oil pressure chivying Hill. 


Official leaps into crumpied 4.9 to rescue a dazed Dan Gurney. 




















& The two Ferraris squatted side by side in the second row 
of a pack of 31 of the most formidable sports-racing cars 
ever gathered in this country west of Sebring. The time was 
two o'clock on a blistering October afternoon; the place, 
California’s 3.725-mile Riverside raceway; the event, the 
L.A. Times-Mirror 200 mile, $20,000 pro go. 

“Luck to you, team-mate,” said the tall young man in 
one of the Ferraris. 

“Same to you, team-mate,” said the short young man in 
the other red machine. Somewhere in the cosmos someone 
snickered. 

The luck was all one way—some three hours later one of 
the two was pocketing $7,250 and the other was nursing an 
aching head, slammed with brutal force against a roll-bar 
not two minutes after the good luck wish of his team-mate, 

The young man who picked off the biggest single purse 
ever seen in a sports car race in this country was Phil Hill 
and the man with the aching head and back was his fellow 
team-mate in Scuderia Ferrari, Dan Gurney. 

What had happened to Dan was simple, nasty and sud- 
den. Seconds after that exchange of good wishes the flag fell 
and 30 howling, growling cars churned up a rolling cloud 
of dust and rubber smoke. One did not. Gurney’s venerable, 
Arciero-owned 4.9 stalled on the line, hidden in the sudden 
smog, dead center on the track. Boiling up from behind 
after a bad start came Jack Graham, making up for lost 
time in a potent combination of Aston Martin DB3S and 
Chevrolet. By the time he hit the dust cloud he was doing 
a good 60 mph. He didn’t even have time to reach for the 
brakes or even to swerve—the Aston-Chev belted the 4.9 
dead center in the tail, slamming the Ferrari into an equally 
venerable 4.4 in which Rodger Ward had been trying to 
make an end run around the stalled Gurney machine. Dan, 
leaning forward trying to restart the reluctant monster, 
was slammed backward in a classic whiplash, whacking his 
helmet on the roll-bar. He slumped forward, unconscious 
as the Ferrari caromed off Ward’s car, landing not ten feet 
from the ambulance and fire truck. Ward came through 
without a scratch but not so the 4.4. Graham collected a 
cut lip and a broken arm. If it had to happen at all, it 
couldn’t have happened at a better place. All the machinery 
for stopping the race, hauling the drivers out of their cars 
and washing down the cascading gasoline pouring from the 
wounded 4.9 was within feet of the scene. Gurney and 
Graham were on their way to the hospital within seconds 
and the 4.9 was wreathed in COz fumes and water spray 
almost as soon as it came to a halt, poured on by the Air 
Force crash crew from neighboring March Field. It was 
probably the fastest piece of rescue work in the history of 
motor racing. 

The elimination of Rodger Ward was a secondary piece 
of irony. Rodger had, in qualification runs, failed to make 
the necessary one-lap time of 2 minutes, 18 seconds flat, 
coming through at .59 of a second over that time. This put 
him at the front of the 10-lap curtain-raiser consolation 
race. The top three places in this event carried qualification 
for the 200 miler, Ward’s only chance to make the main 
show. He did it by the simple process of getting out in front 
and staying there, no easy job considering the fact he was 
piloting what is probably the most evil handling car ever 
to come out of Modena and a pretty tired, tattered version 
at that. (See ‘“Miseries At Meadowdale,” page 40.) So Rodger 
made the main show, only to be slammed out of it at the 
start. 

It only took a few minutes to clear up the debris but 
almost 45 minutes went by before the final hazard was 
cleared away for a re-start. This was the lake of gasoline 
that had spewed from the ruptured tanks of the 4.9 and the 
equally large lake of water used to flush it down. A combina- 
tion of cement powder, busily pushed brooms and the hot 
California sun finally did the job. | (Continued on page 96) 














DOFS A HILLHOLDER 
HOLD HILLS? 


No, but with it you can hold The Lark on a steep hill without ever touching the brake pedal. It’s a 
simple optional device of convenience, but one that you won't find on other cars. > With Lark 
synchromesh transmission, braking action on hills is maintained simply by flooring the clutch pedal. 
Prevents rollback and is particularly pleasant on icy, slippery hills where starting is even more difficult 
when you get off the brake. (You hill climbing San Francisco readers need this... yes!) Pr 
Why do we make such a “thing” over a mere hillholder? Simply to point out that Studebaker engineers 
and design people are a very thorough lot. > You'll find a very high degree of skillful detailing and 
ingenious design in The Lark plus a variety of features other new dimension cars don’t even have 
available: headrests, reclining seats, limited slip differential, choice of axle ratios, 4-barrel carburetor 
for the V-8 (0-60 in 9.5 seconds) . . . even air conditioning and a considerable list of other items includ- 
ing such mundanities as three types of radios. > The Lark is a car of delightful surprises... 
particularly when you drive it. ‘Tell your Studebaker Dealer to demonstrate on a twisty road. You'll 


“get the message’’ and you'll — 


LOVE THA TARK” STUDEBAKER 


Europe’s 
Common 
Market 

from page 33 

most larger firms have lately expanded 
their plant facilities or are in process of 
doing so. American-owned companies are 
up among the leaders in the march to 
bigness. 

The “Americanizing” of Europe’s auto 
industry has also been marked by a num- 
ber of mergers and consolidations in which 
financiers—rather than engineers or pro- 
duction men—are calling the shots. Daim- 
ler-Benz’s acquisition of Auto Union and, 
more recently, of BMW, has made it the 
largest car-producing combine on the con- 
tinent, and second in Europe only to the 
British Motor Corporation. Now that 
Daimler-Benz has absorbed its only West 
German rival in the big-car field, no one 
will be surprised if BMW’s 8-cylinder sedan 
disappears from the scene. 

Cross-marketing-agreements are also part 
of Little Europe’s expanding auto scheme. 
Italy’s Alfa Romeo and Germany’s NSU are 
now distributing each other’s cars; Alfa also 
assembles and sells Renaults, in exchange 
for which Renault has taken on the Alfa 
line for France. 

In addition to horning in on what had 
been Fiat’s near-monopoly in Italy, French 
and German producers have been leap- 
frogging borders to the north.,New and 
expanded assembly plants in Belgium and 
Holland are turning out more Dauphines, 
VW’s, Citroéns, and other Common Market 
cars. 

This broad resemblance to American 
ways of doing business is by no means ac- 
cidental. A primary purpose of the EEC 
is to forge some of the same market con- 
ditions that helped our own industrializa- 
tion and motorization. It comes closest in 
the number of potential customers—165 
million, or some 10 million less than the 
population of the United States. 

As customers for automobiles, however, 
their differences are more striking than 
their similarities. The purchasing power 
of the average Common Market consumer 
is about half that of his U.S. counterpart. 
Of even greater significance to the future 
of cars is the fact that he lives in consid- 
erably tighter quarters. The combined land 
area of Little Europe’s six member na- 
tions is about one-seventh that of the 
United States. So it is hard to see how 
the Common Market would find parking 
space—let alone driving space—if its vehicle 
population ever started approaching ours. 

Yet while this may be one of the ultimate 
objects of the Common Market, it’s not 
likely to come about very soon. If Ameri- 
cans parceled themselves out three to a 
car, every man, woman, and child could 
hit the road at the same time. France— 
which leads the Common Market in car 
ownership—would have to squeeze twelve 
people into each car to achieve the same 
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mobility. In Italy—the least motorized 
member—there are now 35 people per car. 

Thus a vast untapped demand as well 
as compact geography will continue to 
favor cars that are both small and econom- 
ical. But with output pushing 5 million 
cars a year in Western Europe—including 
some 3 million in the Common Market— 
the postwar industry faces its first real 
scramble for customers. 

Competition has already shaved prices. 
Continued pressure will decrease model 
variety by forcing manufacturers to con- 
centrate on popular makes. More inte- 
grated manufacturing is also part of the 
pattern as large manufacturers try to cut 
costs by making more of their own parts. 
Many of the assembly plants now spread 
out over Europe are expected to turn 
shortly to full-scale manufacturing. This 
will add mere countries to the list of auto- 
producers, though most of them will be 
making similar cars. : 

But the American experience will be 
mirrored in other ways that are new—or 
almost new—to Europe. The best customers 
for new cars are always found among 
people who already own cars. So a general 
increase in sales calls for an acceleration 
of the trade-in cycle. It will be helped along 
by growing emphasis on styling and year- 
to-year engineering refinements. A wider 
choice of optional extras fits nicely into 
this groove: it permits large manufacturers 
to try new ideas without major risk and to 
back away if an idea doesn’t take hold. 
(A flurry of automatic transmissions 
seemed to augur a new trend a couple of 
years ago; it is now temporarily in suspen- 
sion.) Options also allow manufacturers 
to serve more varied buying tastes with 
fewer basic styles. 

As all cars move toward greater stand- 
ardization within price classes, larger 
middle-class cars are also becoming more 
directly competitive in power and price. 
For their continued success, however, they 
have to encourage more small-car owners 
in their natural yearning for more luxuri- 
ous transportation. Big-car makers have 
several strong forces working for them, 
as well as a couple of hurdles that still 
have to be jumped. 

Model changing—a factor they can 
largely control—is the biggest inducement 
for middle-class buyers to trade in and 
trade up. It’s generally believed — and 
probably true — that Europe’s cars are 
built to last longer than ours. A larger 
measure of hand craftsmanship may have 
something to do with it; smaller cars with 
less gadgetry also have fewer things that 
can go wrong. But stable, year-in, year-out 
styling also adds its mite to the general 
view. 

The fact is, however, that cars do get 
older, even if they don’t show it on the 
outside. As car use increases—and espe- 
cially as new and faster roads are built to 
serve them—some of the signs of car age 
are likely to become more noticeable. The 
recent opening of Britain’s London-Birm- 
ingham Expressway is one symbol of the 
new age in motoring; perhaps other sym- 





bols can be read in the fact that on opening 
day auto clubs received distress calls at 
the rate of one every six minutes. And at 
least one driver suffered the acute embar- 
rassment of having his engine fall out. 

The tendency of motorists to move up- 
ward in the transportation scale is probably 
just as real in Europe as it is here, though 
it may be less evident. Millions of postwar 
Germans, for example, progressed in steps 
from bicycles to motorbikes to motorcycles, 
As production and their own finances al- 
lowed, they continued to trade up to larger 
motorcycles, motorcycle-powered cars, and 
then to compact four-seaters or larger cars. 

In most of Europe the trend has tapered 
off at the small car level. But whether— 
or how long—it will stay there is prob- 
lematical. With increasing prosperity and 
a growing middle class, the high price of 
gasoline may weigh less heavily with some 
luxury-minded buyers. But as the Suez 
crisis of a couple of years ago made clear, 
the fuel supply is precarious as well as 
costly, and few manufacturers are likely 
to forget this. 

The low resale value of big cars has also 
served to limit their ownership to the very 
rich. In Germany you’d think twice about 
buying one because the annual use tax 
(and some other fixed charges) is based 
roughly on a car’s horsepower without any 
allowance for age. French tax collectors. 
who are apt to relate engine displacement 
to income-tax assessment, have done even 
more to depress the second-hand market 
in big cars. 

Tax laws aren’t necessarily permanent, 
of course. Some of the ones that hinder 
trading in new and used cars are likely 
to be softened as West Europe gears up 
for a colossal autobuilding jag. And in 
spite of major differences in _ politics, 
economics, and geography, parallels to 
America’s motor history stand out every- 
where. 

So in the great outpouring of new cars, 
you'll see a fadeout of small companies 
and specialty models balanced by a growth 
of huge combines and popular makes. With 
Sweden, Belgium, and Holland leading the 
way, more West European countries will 
enter the camp of important—perhaps 
major—manufacturers. Though the market 
will be overwhelmingly dominated by small 
cars, new selections of middle-class and 
luxury models will whet buyers’ appetites, 
make them increasingly style-conscious, 
focus attention on year-to-year refinements. 
Look also for a gradual speeding up of the 
trade-in cycle and an addition of big-car 
options to popular-priced economy cars. 

The outstanding significance of the 
Common Market in this American-style 
revolution lies not so much in what it has 
directly accomplished as in the historic 
turning point of which it is a symbol: an 
industry built by shortages and shaped by 
exports is now digging for customers at 
home. Assuming continued prosperity, 
more efficient production and distribution 
will put millions of new drivers behind 
the wheel. As America has already learned, 
this is a beginning that has no end. 

—rg 
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a host of engineering advancements - distinctive styling 
refinements—and a timeless heritage ...that’s the new 1960 Porsche. 
Sleeker, slimmer fenders, raised headlights, improved rear seating, 
new fin-cooled brakes and faster gear shift action are highlights. 
We invite you to see it now. SSC —-oOoFsSsS_—_E 


all it shares with other cars is the road 


Dealers from coast to coast in U. S. and Canada. Porsche of America Corporation, $27 Madison Avenue, New York 22, New York 











PLASTIC DYNAMICS, INC. 
ENGINEERS & DESIGNERS 
OF REINFORCED PLASTICS 
presents 
CUSTOM MADE PLASTIC HARD TOPS 
and side panels to match 


A VIEW OF THE SPRITE 








FULL-VIEW PLASTIC WRAPAROUND WINDOW 


GUARANTEED FIT, AND ALL WEATHER PROTECTION, 
THIS IS WHAT YOU GET WHEN YOU ORDER FROM THE 
COUNTRY’S LEADING MANUFACTURERS OF PLASTIC 
HARD TOPS WITH MATCHING SIDE PANELS AS A UNIT. 
UNITS ALSO AVAILABLE FOR THE PORSCHE, AUSTIN 
HEALEY UP TO 56, TRIUMPH, JAGUAR & MG-TD & TF 
(AUSTIN HEALEY TOP WITHOUT THE SIDE PANELS FOR 
THE 57, 58, 59 & 60 ALSO AVAILABLE.) 

Sliding SIDE PANELS MAY BE purchased with or without 
the purchase of a top. 


Specify model of car when writing in for free brochure. 
Prompt service. 


Prices F.0.B. plus taxes 
50% on order—Balance C.0.D. 
(DEALERS INQUIRIES INVITED) 
Prepare Yourself for Winter Days by ordering early. 


432 E. WEBER AVE. COMPTON 2, CALIFORNIA 
NE 6-4460 























JACKET PATCHES 


Authentic Factory Multi-Colors 


Swiss-Embroidered 3” Emblems. Washable, Color-Fast. 
Porsche, Alfa, Mercedes, Corvette, Corvair, Jaguar, 
Austin-Healey, A-H Sprite, MG (choice of red, green, blue, 
black—MG only), TR, Volkswagen, Volvo. Fine Quality. 








$] ea., ppd. SAVE ie 3 for $950 ppd. 


Porsche and Sprite (ea. 3-5%”):— $2 ea., ppd. 


Satisfaction or money back. No C.0.D.s. Md. 
residents add 3% S.T. Dealer inquiries invited. 


SPORTS CAR CENTER, INC. 
5617 Reisterstown Rd., Baltimore 15, Maryland 
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DUNLOP DOES IT 

Dunlop’s rise in the field of racing tyre 
design has been one of the main features 
of Formula racing during the past two 
years and such has been the work of their 
design department that it is no uncom- 
mon occurrence these days for all of the 
cars in a Formula One race to be equipped 
with this make of cover. It is not generally 
known that, in the interests of promoting 
Ferrari’s chances in the Italian Grand 
Prix, special tyres with treads of abrasion 
resistant rubber—code name R5/C—were 
made in 16” size. Just how critical tyre 
size can be was demonstrated by the dis- 
covery that with 6.50” section covers 2 
wheel changes would have been necessary, 
with 7.00” covers one change was essen- 
tial with all the team drivers except Tony 
Brooks, whose smoother driving technique 
would have enabled him to go through 
without a change. Clutch trouble unfor- 
tunately put paid to a demonstration of 
this possibility. The latest development 
from Dunlop is the R5/D9 casing whose 
main feature is the elimination of side 
wall rubber, rather like the ‘open sided’ 
cycle-racing tyre. This gives a lighter and 
more flexible tyre with a flatter tread, the 
value of this on a circuit such as Silver- 
stone, is about 114 seconds per lap. So far 
as their Racing Dept. was concerned, the 
introduction of the D9 cover towards the 
end of the season—it was first seen at the 
Oulton Park Gold Cup meeting—has cre- 
ated difficulties for the Special Shop which 
produces these tyres, for the confirmation 
of the Sebring date has involved them in 
re-stocking Ferrari with the D9 and also 
in making 15” covers specially for their 
lightweight independently sprung car. 


FLYING SHOE BOX ANYONE? 

Experience with the BMC ADO 19 
(mini minor) is accumulating, especially 
as George Harriman has seen to it that a 
number of the cars have been put into 
the hands of motoring journalists on 
long-term road test. A number of points 
emerge, mainly good, the snags are being 
dealt with fast. Possibly the only engi- 
neering snags have been difficulties in 
machining the magnesium gearbox cas- 
ings and lubrication difficulties with the 
inboard splines of the drive shafts. The 
former problem was expeditiously dealt 
with by a change to aluminum, involving 
little more weight increase than an extra 
brief case in the payload, the latter by a 
new type lubricant and more efficient 
gaitering. The competition Department 
have been doing a good deal of pioneer 
work in obtaining extra performance; al- 
though the 100 mph mark as yet eludes 
them; all the cars in hand—even the single 
carb car—are reaching 90 mph and cruis- 
ing at 6700 rpm. Wheel revs at this speed 
are causing bearing people to think a lit- 
tle—but it really only amounts to about 
1300 rpm. Tire wear is another thing, 
remarkably high and remarkably low fig- 


ures being attained. —sci 





i» Road Research 
Report: 
Sunbeam Alpine 
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forward. But it’s an unhappy compromise, 
Not only is it hard to judge the distance 
of a following car, but many people's eyes 
have difficulty accommodating themselves 
to two radically different images. 

An outside mirror would be a pleasant 
extra on the Alpine for keeping track of 
what’s going on over your left shoulder, 
This is especially true for tall people, as 
blind spots in both tops are bothersome 
only at the top. No matter what you think 
of fins as a styling trick, they certainly 
make reversing the Alpine into tight park- 
ing spots a cinch, clearly defining the car's 
corners. 

The windshield wraps around enough 
that the last three or four inches of the 
right-hand blade lift off the surface of the 
glass. Though there is no dog-leg, the wind- 
shield post is well aft of the door hinges, 
so of course there is the question of what 
happens to rain water coming off the wind- 
shield when you open the door. The an- 
swer, sadly, is that it runs onto your knee. 
Other rain leaks occur at the junction of 
roof, windshield post and window. The 
engine, happily, never missed a beat, no 
matter how much water came down. 

The engine is started by twisting the 
key; the choke is immediately adjacent and 
is momentarily necessary in crisp weather. 
Originally the engine idled at 800 rpm but 
we set it up to 1100 rpm, after a night with 
the parking lights turned on left us with a 
flat battery. Subsequently, we noticed that 
long periods of idling would bring the 
water temperature up to 200 degrees from 
its customary running figure of about 175 
degrees. In less than a mile of movement it 
would drop again. 

The clutch pedal is pendant, as are the 
brake and accelerator. It requires a mod- 
erately firm push to disengage the eight- 
inch clutch hydraulically. The stout gear 
lever, about eight inches long with the shift 
pattern marked clearly on its large black 
knob, selects the gears remotely through a 
linkage enclosed in an aluminum housing 
extending back from the top of the gear- 
box itself, as is customary on British sports 
cars. On the car sampled, the system felt 
firm and precise in the fore and aft plane 
but was sloppy sideways. We once mistook 
third gear for neutral and pulled up to 
a red light with very juddery results. 

Even with tires inflated to 27 and 29 psi, 
front and rear (two pounds over that rec- 
ommended for fast driving) , the accelera- 
tion runs created nary a chirp. With revs 
up to 5000, the clutch was best eased out, 
the engine slowing to about 3000 as the 
clutch engaged. Using the 5800 rpm red 
line limit, the following speeds were 
reached in the various gears: 30 mph in 
first, 47 in second and 72 in third. 

At full throttle, the exhaust note is al- 
most identical to that of an MGA, peppy 
and youthfully exuberant. In the indirects, 
there is noticeable gear whine, even at 
small throttle openings. 

. At lower revs, the 9.2 to one compression 
ratio helps the engine pull smoothly from 
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yy about 2000 rpm, though real torque is not 
felt until 3000 or so. The specific output 
is very respectable for a boulevard sports 
car. 

ne Though we no longer care to test for top 
speed near our New York offices, the red- 
line figure for fourth gear is an even hun- 


dred. If you’d rather “do the century’ Indoor-Outdoor 


se. without so many revs, the combination of Air 
nce overdrive and the attendant change in axle Thermometer 
‘yes ratio will cause the engine to develop its 


ves peak power (78 bhp net) at exactly 100 
mph. Of course, another option is to use 


ant Dunlop “Road Speed” tires in the size of 
_ of 5.90 x 13; their 514% increase in rolling 
ler, radius will increase shift speeds by an equal 
as 





} percentage, though we are not certain that 










_ the non-OD car could pull them satisfac- . 

ink torily. 

nly The test car was fitted with Dunlop 

utk- “Gold Seal” tires which is their “second- 

ss line” grade. We were very impressed with bros 
the absence of tire noise during even brutal Gauge 

igh cornering as well as a surprisingly sure grip with 

the on all pavements. Warning 

the Engine noise, aside from the exhaust Light 

nd- note, is hard to isolate aurally from wind 

Bes, and tire sounds, but we consistently ob- 

hat served that on turnpikes our cruising speed © 

ind- would slowly drop from the 60 mph indi- S 

ae cated legal limit (or above) to a more com- 

aa fortable 55 or so where the noise level was 

10 


less annoying. 


Che Girling discs, 914 inches in diameter, are 
- used at the front with conventional nine- 
inch drums at the rear. Though the discs 


the lack any servo effect, there is no booster of 


a | any sort fitted. Despite this, pedal pressure AN NOUNCES TWO GREAT 
ler. 


is quite within reason. Though the front 
but discs are self-adjusting, the rear drums are N EW | NST RU M fr NTS BY 
vith not. Evidently, the latter’s adjustment 

ha must be carefully related to the situation 


hat at the front, as on the test car they seemed 
the to be too tight. We noticed that in first 
pepe depressing the brake pedal there was some 
175 retardation with very low pedal force, then, 


ed: after an inch or so of pedal travel, the 


' pedal became much firmer and retardation 
tne 


ch str or, pre ably as the discs be- 
od} gan to work. Not a basie defect, this phe- | INDOOR-OUTDOOR AIR THERMOMETER 


ght- | nomenon is merely something for the par- 

pear ticular owner to look for. Otherwise, brakes No more guesswork! With the new MOTOTHERM, you can check both 
hift § are smooth and effective, pulling the car indoor and outdoor air temperature. The MOTOTHERM is a precision in- 
lack up straight, time after time, from high strument, offering absolute reliability plus the convenience of dual-dials, 
or ey ee eae ' m one for outside air temperature, the other for inside readings. New two- 
oil “soa sv Paty oh pe Res ie sae tone design and heavily-chromed dial-face frame-ring will enhance any 
ois Giker tek ete ne i. sla side of dashboard. Easily installed in any make of car. Available in six and twelve- 
felt Saat a ? : 9 volt models. Model TH-502-6V * Model TH-502-12V. $9.95 

il oo S seat sor — ne berg a 

ae lave to sit on it (and this way there’s space ALL-ELECTRIC 


for the arm-rest and storage place). When 


= pulled up strongly, its handle sometimes FUEL LEVEL GAUGE FOR THE VW 


catches the driver’s trouser cuff when he’s 


psi, getting out. As the makers claim, the drums With WARNING LIGHT 











rec- ake a > °Ctive © ake: i res , . ae » ¢ . . > . 
ail “ make an effective hand-brake; it really End annoying “out-of-gas” incidents — the automatic way! Here’s tradi 
revs oon es sd ine ‘oi settiatiins Maint tional MOTOMETER dependability, plus a “fill-’er-up” Warning Light that 
r the first time 

out, i tiet Veliate a ae th pit ace rd flashes red the moment you start to use yourreserve supply. Easy-to- 
the evaluate cornering behavior on a quanti- read, precision -calibrated dial with luminous pointer. Handsome, heavily- 
red * tative basis rather than qualitative. We chromed case. For 1956 and later VW and KG. A complete 
vere § have selected a large flat circle of 200 feet kit, with simple, step-by-step installation instructions. $19.95 
1 in «ei : an ; 

inside diameter. The surface is asphaltic 

a ‘ " 

al , blacktop and is quite smooth. Our tests CON ERR ARS: eRe 
fe consist of driving around this circle at WRITE TODAY for complete catalog, 
PPY varying speeds, photographically noting, describing dozens of exciting imported car accessories! 
ects, during periods of equilibrium, both steer- @ There is a MOTOMETER dealer near you. Ask us for his name and address. 
Bic: ing wheel position and speedometer read- 
, ing. As long as the driving wheels are not 21-25 44TH DRIVE LONG ISLAND CITY 1, N. Y. 
sats slipping, the latter can be converted to true FISHER PRODUCTS 8836 NATIONAL BLVD. CULVER CITY, CALIF. 
a speed directly from our speedo calibration 
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figures. Speed can be plotted against the 
angle through which the steering wheel is 
turned. 

We have chosen to show this on a photo- 
graph of the steering wheel. The wheel 
itself is at what we would like to name 
the Ackerman angle, the one necessary for 
negotiating the test circle at very low 
speeds. A reference mark is shown at the 
rim of the wheel. Its position relative to 
straight-ahead gives an indication of the 
basic “quickness” of the steering system. 
Where and how much it moves as speed 
increases is shown by additional «marks. 
Their position indicates the over- or 
understeer characteristics as seen from 
the driver’s seat. This is not the same 
information that an engineer wants in 
designing a car, but it is what the driver 
deals with in driving the car. What the 
engineer needs to consider (which the 
driver is happily unaware of) is the elas- 
ticity of the steering linkage. It tends to 
reduce the effective steering ratio. 

As the photo-diagram shows, the Alpine, 
set up as Ours was with tire pressures suit- 
able for hard, fast driving, is an under- 
steering car. For a given radius turn, higher 
speeds require more steering lock, that is, 
you must turn further into the turn. It 
also, which is typical of understeering cars, 
takes noticeably more force to hold the 
wheel at higher speeds and considerably 
more throttle opening. Our fastest speed, 
an indicated 50 (48 true) , took full throttle 
in third gear and could not be maintained 
in top. Perhaps an overdrive-equipped Al- 
pine could get round faster on this test 
circle due to the different rear axle ratio. 

This particular test pertains mainly to 
smooth roads and long, long turns. Of 
equal interest are the transient cornering 
characteristics. In other words, what hap- 
pens when you turn the wheel (either 
slowly or quickly) while going down the 
Straight, how the car behaves entering a 
turn, what happens when the throttle is 
opened wide or closed abruptly, and per- 
haps most important of all (and difficult 
to describe accurately), what happens on 
irregular surfaces. 

The Alpine features a recirculating ball 
steering box which minimizes friction. Sim- 
ilar boxes are widely used on American 
cars. Despite only 3.8 turns lock to lock 
and no play, small movements of the steer- 
ing wheel rim have little effect. 

Once heeled into a turn, the steering 
seems to be appreciably quicker, as if the 
steering ratio were being reduced at large 
deflections, and small movements give sen- 
sitive control. 


When well and truly in the test turn, 
suddenly closing the gas caused the car to 
tighten its path a bit sharply. At less than 
maximum speeds, additional throttle caused 
the radius to grow, which in turn re- 
quired more steering lock to hold to the 
intended path, as mentioned before. 

The gist of all this is that the Alpine is 
a very stable car, even when driven hard, 
but because of the high forces needed, not 
especially invigorating or exciting to han- 


dle. It should never lead anyone into 
trouble, but if they insist on getting into 
it, the Alpine will try to help them out of 
it. From a racing point of view, the under- 
steer would seem to be too strongly in- 
grained, requiring a strong arm. 

From a touring point of view, the Al- 
pine’s handling is a great improvement 
over its stablemates’. The low friction steer- 
ing gives good “feel of the road” while the 
ride is a happy compromise between com- 
fort and firmness. Roadsters in this price 
category cannot yet be expected to utilize 
independent suspensions at the rear wheels 
so on rough, irregular surfaces, a cer- 
tain amount of axle hop is inevitable. 

In the opening paragraphs, we pointed 
out that the technical specifications were 
very close to those of the MGA. Both it 
and the Alpine are “conventionally con- 
temporary” in design, but they are far from 
identical in use or behavior. The Alpine, 
while not as suited to the race course, 
scores in general comfort on highway and 
byway. 

The trunk lid’s pushbutton incorporates 
a key-type lock. Being located off the lid 
and just above the bumper, it was awkward 
to get at on the test car, but only because 
the license plate was enclosed in a bulky 
frame. Annoying too was the misalignment 
of the lid itself which made it hard to 
latch. 

The trunk’s usable volume is harder to 
measure than to judge, being quite irregu- 
lar in shape (and therefore favoring the 
use of flexible canvas cases). The hinged 
panel separates the luggage from the spare 
tire which is nice except that it wastes 
space alongside the tire. It’s fastened with 
two screws which could well be supplanted 
with snaps. The spare itself is held down 
with a canvas strap and buckle. The front 
of the trunk is established by the flexible 
container for the folding top, a better idea 
than a fixed partition. The largest suitcase 
that could fit in is hard to measure, as the 
lid drops considerably, vertical clearance 
shrinking from 9 inches at the front to half 
that two feet back. Maximum width be- 
tween the two supports is 3814 inches. 

In making a sample tire change on the 
rear, we were impressed by the array of 
tools provided, especially the nylon pad on 
the copper mallet. It prevents chipping the 
chrome on the three-eared hubcaps. These 
ears are turned inward slightly, so as to be 
less likely to catch a pedestrian’s leg, but 
also making it hard for a clumsy, helpless 
female to avoid hitting the spokes as well. 
Moral, of cousre, is that she should get 
someone else to change the flat for her. 

The jack fits into a socket in the body 
below the bumper and is cranked up with 
the same wrench that undoes the lug nuts 
on the disc wheels. All tools are located at 
the rear of the trunk, so they are very easy 
to get at. There are clamps or tie-down 
straps for all of them. 

Removable hardtops are usually offered 
by accessory manufacturers well after a 
model is introduced. Sunbeam, though, has 
come up with an aluminum one in time 
for the very first cars to be sent here from 
England. Fitting snugly around the raised 
windows, it is held down at six places. The 
two neatest are the pull and twist latches 
at the rear which hook into the trunk’s 
external hinges. On the windshield frame 
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are two wide, flat, “over-center” latches 
which seem too weak for the job (one 
sprung when we undid it). From a safety 
point of view, their flat, wide arrangement 
doesn’t make up for being located directly 
in front of each occupant. After these two 
quick-release, it is discouraging to find 
that there remain two long bolts to be un- 
done (with an unlovely looking wrench 
from the tool kit) just behind the door 
post. Once undone though, the light lid 
is easily carried away, two people being 
useful only because of its cumbersome 
shape. 


The soft top is hidden away under three 
hinged panels which surround the jump 
seat. Pull the wide one forward and there 
is the top and also the instructions for 
completing the job. It’s quite a task when 
the top is new, for it’s intended to be very 
taut when erect. The same style latches are 
used at the front and we were reluctant to 
push them “home.” 

The two tops draw our ire as being the 
worst (least favorable) features of the Al- 
pine, purely because of the difficulty in- 
volved in swapping from one to the other. 
Tentatively, we would suggest running 
with one or the other almost always up, 
in the one case removing the folded top 
to increase the usable luggage area appre- 
ciably. 

The hood opens when you pull smartly 
on the tee-handle under the dash. It is 
hinged at the front and opens surprisingly 
little. Equally surprising is that this doesn’t 
reduce accessibility. Though it’s hard to 
show photographically, the dipstick is eas- 
ily checked and oil and water are easy to 
replenish, too. The twin Zeniths have their 
idle adjustments awkwardly placed and in 
turn hide somewhat the effective four-into- 
two, two-into-one exhaust manifolding. 

The battery is so well hidden we had to 
check the very complete Owner’s Handbook 
to discover that it nests under the rear 
jump seat. Well protected from engine 
heat, it should not need very frequent 
additions of water, which is a good thing 
since few people will remember to look 
very often. Also in the handbook was a 
dismayingly long list of servicing check 
points, carefully mapped out on a folded- 
up wall chart. 

American tools will fit the Alpine, as 
Unified threads are used throughout. The 
tool kit provided contains quite an assort- 
ment of devices. Various wrenches are sup- 
plemented by a grease gun, feeler gauges 
and even a starting handle. Sure enough, 
behind the front license plate (which 
hinges aside) is the appropriate opening, 
useful for setting your own tappets as well 
as for those dismal mid-winter situations 
that we hope will never occur. 

Rootes Group products have occasionally 
been described as “Little American” in 
concept. They share many features with 
their big Detroit cousins, such as power 
steering (Humber Super Snipe) and aif 
conditioning and automatic transmission 
(Hillman Minx). 

The Alpine is best classified as the 
Thunderbird (two-seat, that is) of the 
Rootes line. Compared to the related se- 
dans, it handles a lot better, and it goes 4 
bit better, yet only its owners will consider 
it a genuine sports car in the fine old 
vintage sense of the name. —SCI 
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WONDERFUL GIFTS THE YEAR ROUND 


THE GOLDEN AGE 'OF 


SEBRING vss a SPORTS CARS 


s NGS and ex 





SDP 33 $29.95 SDP 44 (mono) $17.95 
monaural only SDP 55 (stereo) $17.95 


Here are two superb gift packages for that racing fan of yours. The Golden Age of Sebring brings you in 
one beautifully designed gift package all of the classic races held at Sebring during the past 4 years when 
such greats as Fangio, Moss, Collins, Hill, Behra, Portago, Castelotti, Schell, Gregory, Brooks, Von Trips 
and many others raced and were recorded by us in interviews and driving. These five great Lps are the 
most exciting drama ever put on wax. All of course in superb HI-FI. In addition we are including only in 
this gift package a folio of 7 by 10 photographs (for framing of course) of most of the top drivers and cars. 
The other set The Wonderful World of Sports Cars brings you pure racing sounds at their most exhilarat- 
ing. The sounds of every car you can think of (almost) in superb HI-FI or Stereo. Bugatti, Ferrari, Mase- 
rati, MG, Porsche, Amilcar, Bentley, Cooper, Mercedes, Austin Healey, DB, Aston Martin and dozens 
others. Set SDP44 contains three LPs as follows: Sports Cars in HI-FI, Sports Cars at Sebring in HI-FI, 


and Vintage Sports Cars in HI-FI. The SDP55 contains similar recordings but in Superb Stereo sound. 
Either at $17.95. 


other gift ideas 


= y 
RIVERSIDK 1114S samme 1) THE RACES rt — 
THE INCREDIBLE SOUND SPO Ss; ars 


- he TWO GREATEST 


SX CARS EVER BUILT in 
MERCEDES- “BENZ 


HR WWS AND Wits DRIVEN “ 
Hi RCIAL DEMONSTRATION 
IN PARK. KNGLAND 


1101 $5.95 5013 (mono) $5.95 
1115 (stereo) $5.95 





833 (mono) $4.98 
1127 (stereo: $5.95 


SPORTS CARS #24 
AT SEBRING IN HI-FI 


PIT STOP 























5014 (mono) $5.95 5015 (mono) $5.95 
1146 (stereo) $5.95 1144 (stereo) $5.95 
Please ship the following records postpaid. | enclose $ . Lunderstand no C.O.D. 
RIVERSIDE RECORDS | OC spe33 O spp44 () SpP55 (1) 833 0 5002 (J 5003 (1 5012 O 5013 CO 5014 
553 WEST 51 ST. | O 5015 01101 01115 01127 (1144 (1) 1146 
NEW YORK 19, N. Y. ; NAME 
| ADDRESS 
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HH 


T hose last three laps each beat the record but 
1 thought you’d flip at the hairpin. How did you 
manage to hug the road like that? 

Last week we fitted those KONI shocks, and 
after a few turns around, you get to rely on 
their smooth action. So at the end | thought I’d 
really test them. They give you fantastic con- 


fidence. I'm going to get the Plymouth fixed up 
with a set, too. 


—_ 


a) 4 
1 


SS 1 and KONI 
for confidence 


I’ve heard about KONIs. They say they’re the 
greatest for road-holding. Come from Holland 
don’t they? 


Sure. And those European boys know a thing or 
two about racing. Most of the winners over 
there fit KONIs, and Porche and Ferrari have 
them as standard equipment. 


How about letting me try them out for a lap 
or two? 

STABILIZE KONIWIZE yourself! Finest telescopic 
shock absorbers in the world for safety and 


comfort. Easy adjustment feature. Guaranteed 
for 20,000 miles. 


For Details Write: 


on. | E KENSINGTON PRODUCTS CORPORATION 
P.O. Box 77, New York 21, New York. Phone: REgent 4-5141 












AUSTIN HEALEY 
SPRITE 


INTRODUCING . . . THE NEW 
GLASS FIBRE REINFORCED PLASTIC 


DETACHABLE HARD TOP 


and SLIDING SCREENS 


(For use with hard top or soft hood) 


Available for 
Austin Healey Sprite — _ from $127.85 
Austin Healey $127.85 
Austin Healey 100/6 — " $132.05 
M.G.A. — " $127.85 
Jaguar XK. 150 ” $168.60 
RIGID SLIDING SIDECURTAINS 
AUSTIN HEALEY SPRITE.......................... $42.15 
ob. Se ee $46.36 
8 RES. ORT A 5 ee ERA $46.36 


Shipping Charges Extra 


Trade orders invited. Made from glass fiber, 
trimmed inside and out with best quality plastic 
fabric, cellulose spray, or self color glass fiber. 
Complete and genuine saloon comfort, Our tops 
are of the highest quality workmanship and have 
been seen at all the motor shows in Europe. 
Further details sent on request. 





Denis Ferranti eit ol Ltd. 
(FORMERLY UNIVERSAL LAMINATIONS) 
58, HOLLAND PARK MEWS 
LONDON W. 11 ENGLAND 





SOLE X 


CARBURETOR 


JET KIT 


This kit in- 
cludes 119 differ- 
ent items, all 
conveniently 
packed ina 
metal case 
designed 

with separators. 
Each item is 
identified by 
part number 
and size. 


$6995 


See your dealer 
or order direct! 


PN id, feo] my 


CORPORATION 


Warsaw, Indiana 
Exclusive Distributors in the United States 
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New Iron 
in The Fire 
from page 53 





that the sports engine is reliable up to 6500 
rpm, and comparing on the basis of cor- 
rected piston speeds, the G.P. version 
should be equally reliable to just a hair 
over 7000. 7500 is probably available if 
needed in emergencies. Output, judging 
both from performance and from the 
sports engine’s abilities, is probably be- 
tween 260 and 265 bhp, at or near 7000, 


NEW TRUSSED TUBES 


Having solved well the difficult problem 
of designing a space frame around driver 
and passenger for the DBR1I, it was child’s 
play for the Aston Martin engineers to 
construct a neat trussed structure for the 
DBR4. Tubing sizes are commendably 
small and the junctions thoughtfully 
planned to avoid duplication of effort. For 
example the front engine mounts are part 
of the fabricated tower used for attaching 
the front suspension. The boxed structure 
at the back of the frame is similarly 
economical of tubes. 

Most of the body panels are speedily re- 
movable with the exception of the firewall, 
cowl and bodywork to the back of the 
cockpit. These latter are attached when 
the frame is made and are not removed 
for routine servicing. Though it may ap- 
pear so, this is not a monocoque structure, 
however. Like most cars from Feltham, this 
Aston has body lines that are sleek and 
simple, and in no way bizarre. 


ARMS FROM PRODUCTION 

Back in 1957 a DB3S was tentatively 
fitted with a parallel-wishbone front sus- 
pension, replacing the usual Porsche-type 
trailing link layout. As John Wyer put it 
later these “experiments were outside the 
sequence of racing development”, a remark 
that became more meaningful when a sim- 
ilar suspension, fitted with coil springs 
instead of torsion bars, appeared at the 
front of the DB4. In lightweight form it is 
now found on this G.P. Aston Martin, 
fitted with a torsion anti-roll bar below 
the lower arms. The spindle-carrying pillar 
is carried by two big ball joints, and 
guided along the chosen way by a rack- 


_and-pinion steering gear placed ahead of 


the wheel centers. 

Since David Brown is now embarked on 
an extensive racing program with the Gran 
Turismo version of the potent DB4 coupe, 
based on a relatively new engine concept, 
it’s likely that the DBR4/250 will be the 
last manifestation of the design themes 
that came into existence with the DB3 
sports car. It’s not unfair to say that this 
single-seater suffers slightly from the David 
Brown sports car tradition, being more gen- 
erous of space and material in areas like 
the cockpit than, say, a Cooper, which 
came about in a different way: grown up 
from a Formula 3 car. Unless it’s possible 
to diet some pounds and inches out of this 
car, and find some more useful power al 
the same time, it may figure no more 
att in 1960 racing than it did in 1959. 


—kel 
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lf you can drive you can 
winina 


HERE'S WHY... 


These superb racing Karts were designed by Bill Muller, former Indiana- 
polis race driver and racing engineer, to provide (AS STANDARD 
EQUIPMENT) everything you need to win in top competition. These 
Challenger Racers offer 2 5 advantages, the combination of which is not 
found on any other Rescate: Kart in the world. Two of these advantages, 
brakes and steering mechanism, are exclusive with the Challengers and 
are considered by leading racing engineers to be the ultimate in Kart 
braking and control. Challenger Racers come equipped with a choice of 
Clinton or Lauson engines but are available with other leading make 
engines or without engines if you choose. 


HERE'S WHY... 


The Challenger brakes are two-shoe 
automotive internal expanding brakes. 
Their braking efficiency at racing speeds 
is proving to be one of the big plus 
factors in winning races. They permit the 
driver when approaching a curve to main- 
tain top speed longer than Karts with 
other type systems which must start to 
brake much sooner. 


HERE'S WHY... 


The absolute perfection of the Challenger Racers *Steering mechanism 
cannot be improved. It represents the ultimate in Racing Kart steering 
and provides a precise turning radius which completely eliminates tire 
scrubbing and frictional speed losses on curves. 

*Patent applied for. 
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Send for free literate 


SIMPLEX MANUFACTURING CORP. 


DEPT. SC1, 540 NORTH CARROLLTON, NEW ORLEANS 19, LA. 












MARK I 


$18900 


Challenger acer 


Qualified for Class ““A’’ Competition 





MARK | MARK Il 
SINGLE DUAL 

SIMPLEX CHALLENGER ENGINE ENGINE 
Standard Retail Price ....... ,$189.00 $269.00 
INCLUDES: 
Completely assembled ready to race ........ Yes 
CHOI gn 3 CU ee ed ae dece eee Yes 
Pier ss terns on or nr eas Yes 
Chassis completely welded ................ Yes 
Painted—Baked enamel. Black or Red ...... Yes 
TYPE BRAKES: 
Finest automotive two shoe 
Internal expanding brakes ................ Yes 
Irtermal.. Band Brgnte sai. Si cde siew< No 
Extectal: Sne@ Graces’. : . 25. oes sees No 
Sorte GR GIVE ‘DYENES cs codeine Stee No 
STEERING: 
RCRA NIN ONE ee orcs on ov Stee see ces Y,” 
Ait Orakei FRGHS 6. ce ee en Yes 
SHARE) COUN SOSIMMOES Sr ies ca cca Soni ee es Yes 
Precese (Unni 10s. 66 sss ie I Sess Yes 
ENGINE: Choice of 
Cudtes 2 cree 2s IEP. 2 oa case Yes 
Lacon <4 ‘cycle 25 EPs. a oc os eee Yes 
OTHER FEATURES: 
WES ae no ka ord itae wee ewe tare Bs 
Caeredl - eee ReMOS Sn oo. eee ne Yes 
Fully peetinatic t6GS 3 cnc. ok i eee cee Yes 
Huh came: eee Gul CN ooo. caikictwi.s aten Yes 
De UN III 6 5c ccc tle Cw iia ve Sewers Yes 
Foot acemerata? PeGal . ..... 2... <. Geese ee Yes 
WOPDUCRNG ONIN oa ce cee cesta eews Wan Yes 
rte Fe so os Serene ieee RR Yes 
We SEMIN oo da 5 a hie the oh fe wm Yes 
Be Chiat GH > sg dk on BSR en Re ee Yes 
FIORE NOP a oak oe ee ck SESES wawnes Yes 
Panlnaae CARN a ioe lan Cds sks tases Yes 
Seat side rails... ..%.... ifec<: tase wh attial tamara Yes 
Salk lerethe TOP OO sik ck oan Sean BSS Yes 


Seat and back cushions are 
the only extra on these cars. Cost $9.85 


° 


fo} Fr Cami iamdal-milalelel-)ia\ar-lare 
DEALER INQUIRIES ARE INVITED 


We have the best dealer 
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poe 90% All Top 
SS ast Drivers Use 


= SAFETY 


BELTS 


for Racing Cars 


$18%5 oa. 


Shoulder Harness 
to match $11.95 
$10.95 


$ 9.95 


Sports Car Belts 
Passenger Car Belts 


@ FLAME 
e@ GRAY 
© MAROON 


e NAVY 
e@ TAN 
© BLACK 


TOP racers know that Rupert Safety Belts are 
TOPS for sure protection on tough tracks. Manu- 


factured by the makers of the famous Rupert 
Parachutes. 


Rupert SAFETY BELTS 


Division of Rupert Parachute Co. 
Wheeling, Illinois (a suburb of Chicago) 

















CREST KNOBS 

Now available for MG, TR, VW, Fiat 500 & 600, $2.25. 
Also available, Speedball Shift Knobs, of highly pol- 
ished aluminum, threaded to fit most foreign cars & 
standard shift of Corvette, T-Bird (specify make & 
year), $2.25. 

Gearshift Extension, for Renault, VW, Porsche, Jag, 
Corvette, $1.35. 

Knob & Extension, $3.50. Chrome Knobs (not adapt- 
able to extensions), $3.65. 


PLUG HOLDERS 


Highly polished aluminum, 
concours-type accessory, 
easy to install. Fits all 
14mm _ plugs, _ including 
34” reach. 


4-plug holder $3.95 
6-plug holder $4.95 








CORVETTE EXHAUST TIPS 

Designed and used by Andy Porterfield, Pacific Coast 
Corvette champion. Chrome finished, 149” steel. Prac- 
tical, attractive accessory for all Corvette models. Tips 
fit tightly inside exhaust pipes, no rattling, prevents 
blackening of chrome guards and body finish. $4.95 set 


e . 
aAy’s 
SPORTS CAR ACCESSORIES 


Add 4% tax in California 


60551. MELROSE AVE. 
HOLLYWOOD 38, CALIF. 
WRITE FOR ILLUSTRATED BROCHURE 

















An American 


Rambles Home 
from page 55 

During this second hour mechanical 
difficulties struck. The Falcon shared by 
Bob McNeal of Indian Hills and Tom 
Davey of Denver made two pit stops, one 
for a blown tire. The Barker Riley lost a 
wheel on a back straight and dropped to 
19th place after repairs were made. Miller 
brought his Volvo in for a pit stop and 
turned it over to his fellow townsman 
Dick Sayles. The Volvo re-entered in 
eighth place. 

With the clock showing 11 a.m. and the 
race two hours old the Rambler and two 
Falcons were still in their old positions 
although the Falcon shared by Sterling 
and Joe Giba of Aurora had lost a lap 
during a driver change. After the Riley 
and Volvo delays the Corvairs moved up 
a notch into fifth and sixth places, but 
ahead of them in fourth place was the 
amazing Doubek Volkswagen. Mauro had 
boosted the race average to 54.6 miles per 
hour. Corner Number Three, a 90 degree 
right turn, claimed a Renault Dauphine 
just before the two-hour mark when Rolf 
Docterman of Colorado Springs appar- 
ently lost control, left the course and 
flipped in the dirt. 

Wendt brought the second-place Fal- 
con in for gas at 11:25 a.m. McNeal, in 
the other team car, was having great dif- 
ficulty with his transmission. At 11:20 
a.m. he left the pits after a third stop for 
the car and stalled just past corner Num- 
ber Two. Twenty minutes later he got 
the car moving and crawled around the 
course with the use of one gear. In the 
pits the Falcon team found the trouble— 
a slipped pin in the gearshift linkage. 
From that point the Davey—McNeal Fal- 
con was the fastest Ford product on the 
course but after all the delays eventually 
finished 11 laps behind in 16th place. 

When the Rambler came in for its first 
pit stop at 11:50 a.m., the Mauro-Rice pit 
crew serviced it so leisurely a fashion that 
they seemed contemptuous of the opposi- 
tion. They gassed the car, changed the front 
tires and Rice started to climb aboard. 
Then somebody shrugged his shoulders, 
got a jack and proceeded to change the 
rear tires as well. Rice took the car out 
of the pits after a stop of nearly six min- 
utes. The tires taken from the Rambler, 
with the exception of the one from the 
left front wheel, looked as if they'd been 
used only for a Sunday drive. 

Just a few minutes after noon Doubek 
brought his Volks in for its first and only 
pit stop. It was gassed up, someone 
glanced at the tires, and Doubek turned 
the machine over to Don Southwick of 
Denver for the last half of the battle. 

The third hour standings after the long 
Rambler pit stop showed Wendt leading 
in the Falcon followed by his teammate, 
Giba, and Rice in the Rambler. In fourth 
place was the Southwick VW, and the 
Sayles Volvo moved into fifth after 
another round of Corvair pit stops. 
Shortly after noon the leading Falcon 
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pulled into the pits for a change of rub- 
ber and more gas. Rice caught and passed 
the Giba Falcon midway through the 
fourth hour after a two-lap duel. In one 
of those laps the Rambler averaged 59 
mph. 

The big question was then asked in the 
press box: Would the Falcons make 
enough pit stops to push the Southwick 
VW into second place? Both Falcons made 
a pit stop shortly before 2 pm. The Ram- 
bler pits had already made a move and 
brought their car in so Mauro could drive 
to the win, provided, of course, that the 
Falcons duplicated the stop. Tires were 
changed on the Sterling Falcon, which 
re-entered the race a full lap behind the 
Volks. At 2:13 p.m. Pauling brought his 
Falcon in for a new tire on the left front 
wheel. The stop took almost three min- 
utes—time for a lap around the course— 
and Southwick moved the people’s car 
into second place. 

Back in the race, Pauling poured on the 
steam and overtook the Sterling Falcon 
which seemed to have become ill. At the 
finish Pauling was 50 yards behind the 
Volks. Asked later what he thought of the 
Volkswagen, Pauling raised his right hand 
and swore: “Honest, I didn’t know he was 
ahead of me. I thought I had him lapped.” 

A six-hour race isn’t the toughest grind 
in the world on machinery, but it’s still 
noteworthy and highly significant that 
not a single machine retired from the 
fray because of mechanical troubles. The 
four Corvairs that finished still sounded 
sweet. They had given their handlers not 
a bit of trouble, apart from chewing their 
way through what could have been a size- 
able tire shop. The Falcons didn’t fare 
quite so well in the mechanical depart- 
ment. The Davey-McNeal machine had 
the gearshift linkage problem early in the 
day, and the Sterling-Giba car evidently 
took sick in the latter stages of the race. 
But they did finish third, fourth and fif- 
teenth, Corvair taking sixth, seventh, thir- 
teenth and fourteenth. 





Rambler, too, went through the race 
without missing a beat as it turned in a 
55.5 mph race average for 333.2 miles. 
Corvair and Falcon pit crews always peek- 
ed under the hood whenever a Car 
stopped, but the Rambler crew left the 
hood buttoned up, never even bothering 
to check the radiator. This led one press 
box wag to declare: 

“Now I know why that car is out front. 
He’s got a V8 tucked in there and doesn’t 
want anyone to see it!” 











Bench jockies with a yen for recapping 
races can find food for argument in the 
tire department. Unquestionably the Cor- 
vair’s murderous ways with tires cost that 
marque a chance to duel with the Falcons. 
But there are dissenters, Falcon team 
manager Pauling for one. After the race 
he stated to Lavely that his Falcons ate 
up just as many tires per car as the Cor- 
vairs did, and maintained that the race 
was on an even basis after all. Unofficial 
charts of pit stops (there were no official 
ones kept) refute Pauling’s argument. But 
if Ford wants to advertise that a Falcon 
can chew up as much rubber as a Corvair 
any day, we doubt very much that Chev- 
rolet’s Ed Cole will argue the point. 

Rambler certainly came out on top in 
the tire department too. The front tires 
on the American were changed twice dur- 
ing the race, but only one showed wear 
to the depth of the tread pattern. 

Was it the Corvair suspension or was 
it the tires? Corvair manager Martinez 
and Bob *Donner said it was probably a 
combination of both. Midway through 
the race, Martinez was asked if any dif- 
ference was showing between U.S. Rubber 
products and the Goodrich tires he was 
running. None, he said. But at the finish 
he said the Goodrich jobs were lasting 
half again as long as the U.S. Rubbers. 
The Falcons were riding on just about 
everything: Firestone, Goodyear, Good- 
rich and German Continentals. Pit crew- 
men said they could tell no difference 
whatsoever. 

Martinez said that the Corvairs treated 
tires in a weird way. Cars turning in lap 
times of 3:05 or more showed only normal 
wear. Between 3 minutes flat and 3:05 
rear tires started peeling. In laps unde 
3 minutes all four got chewed up. 

For the record, the Corvair was able to 
stick with either the Falcons or Rambler 
through bends, cornering in a decidedly 
rear-end-hanging-out attitude. When the 
car is watched close up going through a 
corner, the inside rear wheel tends to lift 
way up and start bouncing if the corner 
is tight or the surface rough. Roll stiff- 
ness in the rear definitely seems to be 
excessive. 

Surprisingly, perhaps, no question was 
raised about whether the Doubek-South- 
wick Volks was stock or not. Asked about 
this point, Doubek said that the car was 
stock but had been tuned to a fine edge 
by Willi Hoffmann, a Littleton, Colo. 
mechanic who served as a pit crew mem- 
ber. Overall, the Wolfsburg marque did 
very well. Iwo others finished ninth and 
eleventh. 

Within the limited field of 20 cars, the 
main competition so far as class results 
were concerned was in Class Three (2001 
cc to 2500 cc) between the Falcons and 
Corvairs. Here the Falcon got the lion’s 
share of the trophies. 

On another day on another track, things 
might be a little different. And if the 
Valiant enters a future contest, it might 
prove to be as hot as its press releases. 
But after the Rambler American and 
Volkswagen surprises at Continental Di- 
vide, Chrysler’s product will have to get 
out on the track to prove anything. 

—HG&DB 
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BRITISH CAR PARTS 
HEPOLITE—Pistons & Rings 
WELLWORTHY—Pistons & Rings 
JAMES—Valves & Guides 
TERRY—Valve Springs 
PAYEN—Gaskets & Oil Seals 
BORG & BECK—Clutches 
LOCKHEED & GIRLING—Brake Parts 
FERODO—Brake Linings, Fan Belts 
LUCAS—Ignition, Lamps, etc. 
GLACIER—Engine Bearings 
VANDERVELL—Engine Bearings 
RANSOME & MARLES—Ball & Roller 

Bearings 
WHITELEY—Water Pumps, Tie Rods, 
Universals 
@ other top lines 


ITALIAN CAR PARTS 
MARELLI—Ignition, Spark Plugs 
SPESSO—Gaskets 
AKRON—Oil Seals, Rad. Hose 
R.1.V.—Ball and Roller Bearings 

@ other top lines 





WHOLESALE ONLY 


Only Dealers may 
apply for catalog 


70 East 131 Street, New York 37, N. Y. 





Immediate Delivery 







BECK DISTRIBUTING CORP. 


QUICK SERVICE through network of Beck Distributors 
available everywhere throughout U.S.A. & Hawaii. 


roneic™ CAR PARTS 
LARGEST 
OCK INU. S. A. 


- 





GERMAN CAR PARTS 
KOLBENSCHMIDT—Pistons 
ATE—Lockheed Brake Parts 
ATE—Valves, Ring Sets 
F & S—Clutches 
REINZ—Gaskets 
SIMRIT—Oil Seals 
SWF—Windshield Wipers & Motors 
FRESE—Bumpers & Mirrors 
GLYCO—Engine Bearings 
HELLA—Lamps, Horns 
BOSCH—Spark Plugs & Ignition 
ENERGIT—Brake and Clutch Linings 
VARTA—Batteries 

@ other top lines 


FRENCH CAR PARTS 

MONOPOLE-POISSY—Pistons, Rings, 
Valves 

CURTY & Cie.—Gaskets, Oil Seals 

VANDERVELL of FRANCE—Engine 
Bearings 

COUSSINETS MINCES—Engine 
Bearings 

SOCIETE FERODO—Brake Linings, 
Clutches, Ferlec 

DES FREINS LOCKHEED—Brake Parts 

SOCIETE S.E.V.—Ignition, Fuel Pumps 
Wipers 

MARCHAL—Lamps, Light Units, 
Spark Plugs 

PARIS—RHONE—Generators, Starters, 
Regulators 

S.N.R.—Ball and Roller Bearings 

JAEGER—S.N.A.—Speedometers, 

Instruments 

@ other top lines 
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NEW! Attention MGA & SPRITE OWNERS 


PANOB'S 
DRAFTLESS- 
VENT 
WINDOWS 
GIVE YEAR- 
ROUND 
COMFORT! 
Adjusts & Locks—any position © Makes sliding windows obsolete 
© Perfect NO-DRAFT ventilation control 
© Mounting brackets adjust for variation in cars 
Available in pairs or single windows 
MGA ... $45.00 pair $25.00 each 
SPRITE . . $40.00 pair $23.00 each 
F.0.B. Port Chester, N. Y. 


Satisfaction guaranteed -or money back. 
PANOB CORP., 49 Beech St., Port Chester, N. Y. 
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i/ Largest selection of 


quality Stopwatches and 
Chronographs in 
America! 


All Makes Repaired 
WRITE TODAY 
FOR CATALOG 





580 FIFTH AVE., NEW YORK 36 
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SUJ1IN0 


Fits ALL Cars x 
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Get maximum performance 






and avoid over-revving 
through the use of 
this precision ins- 
trument. Easily 
installed. Ideal for 


rear engine cars, too! 


with 
mounting 
clamp 


. wie. o oe Se 6.3 6.6.2 O73 82 2 4.29:6 Ss 


Fill Out and Mail Today for Sate 


British Auto Parts, Inc. 
1301 Folcew Street 4 Francisco, Calif. 


Payment Enclosed..... €:0:D. 
Tee Perio See ee ee 
EE too bb eae bee ete re Wh ae: Se ace 
City & State 2... cece cc cescccccsers 
Oe ee 











HOW'S YOUR LEATHER? 


Put fresh color and soft texture 
back into your leather seats with 


MAGI-DYE 


AUTO LEATHER REFINISHER 
GENUINE FACTORY COLORS 


FOR 
MG « JAGUAR 


AUSTIN-HEALEY 


(Plus a complete color selec- 
tion for most import cars) 








So easy to apply... simply brush or spray 
on. Will not crack nor rub off. Gives 
leather that ‘new look.” Satisfaction 
guaranteed. 

Sold by outstanding import car dealers 
throughout the nation... additional deal- 
erships available. If your local dealer 
cannot supply you, send check or money 
order. 


Gentlemen: Enclosed is my check or 
money order for . Send me 
Pints Refinisher @ $2.98 








Pints Cleaner @ .95 
Quarts Refinisher @ $4.98 
Quarts Cleaner @ $1.50 











Make of Car Color of Interior 


OVERSEAS MOTORS 
CORPORATION 


2824 White Settlement Road, Ft. Worth, Texas 
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Miseries At 


Meadowdale 


from page 41 

and dirt and was completely inoperative 
anyway, so he just took the damn thing 
off! 

Out at the track for the first bit of prac- 
tice I fired up the 4.4, then noticed before 
I left the pit that the brakes felt bad, the 
pedal hitting the floor. I felt I should take 
a couple of laps before complaining. I 
also found the rubber mat on the floor of 
the office was tangled up with the pedals, 
an arrangement not recommended. 

I drove a couple of laps and confirmed 
my suspicions about the brakes. They were 
almost inoperative. And during this brief 
period on the track I became reacquainted 
with all the lousy handling characteristics 
which I had forgotten. The 4.4 Ferrari, 
unlike most of the big racing sports cars, 
steers like it had power-steering. But 
there’s no control of the thing. It steers 
very light and very easily. But apparently 
the steering wheel also steers the rear 
wheels. When you turn to the right, the 
rear wheels must turn to the left. When 
you turn to the left . . . well, one guess. If 
you don’t look out, you’re on a merry-go- 
round and you have a helluva time catch- 
ing the brass ring. 

At any rate, I came in and had the 
brakes set up, tossed out the rubber mat, 
scooped the caked mud and oil out from 
under my feet, and took off for practice in 
earnest. 

I rediscovered immediately that you can 
change ends in this monster as quick as 
ever. I did it. Twice. I lost it the first time 
somewhere on the back of the Meadowdale 
course, which, incidentally, is very crooked 
and winding and very unforgiving in that 
there are no escape roads and absolutely 
no place to leave the course with any 
amount of sofety. 

Another annoying matter was the smoke 
which the 4.4 blew at 5500 rpms. It clouded 
up my pretty new bubble shield, making 
it more difficult than somewhat to see. 
Later we experimented by lowering the oil 
level and scored the first triumph of the 
day. The car quit smoking. 

Practice was relatively uneventful ex- 
cept that I managed to lose the pig on 
three occasions. I had the tail in a sand 
bank and I was bent out of shape once 
on the side of a road where a man just 
shouldn’t be bent out of shape. I'll be 
charitable and not charge this whirly- 
gigging completely to the 4.4, although I 
think any other car would have given me 
a little warning before it turned me wrong 
side out. 

So, while I rapidly grew less confident 
of the 4.4 it was obvious that Katskee was 
happy in the Monza. It was painfully ap- 
parent the 4.4 was mine to have and to 
hold for the entire weekend. The pipe- 
dream was having pups, yet. And that 
wasn’t all. 

The rains came. 

We were informed a USAC race would 
not start in the rain but, once started, it 


would continue to the end, falling water 
notwithstanding. Every few minutes a 
cheery voice would gurgle over the PA 
system that the weatherman had _ just 
flashed word that it was clearing up over 
yonder and a qualifying race would start 
in just a few moments. He advised the 
customers to be patient and stick around, 
They did. It was raining too hard for 
them to leave. 

Finally it slackened. By this time, how- 
ever, the course was soaked with as much 
as six inches of water covering the road 
in some spots. There were great puddles 
up and down the pit straight. And they 
called for all cars to get on the starting 
grid. We did and the rains came again. So 
they told us to run two laps under the 
yellow caution flag, just to get the feel 
of things, and then line up again for the 
start of the race. 

So we took off in the rain, maybe 22 to 
25 of us. The rooster tails from the de- 
parting speedboats with wheels were such 
that you couldn’t see your fellow drivers, 
The only thing to do was to look at the 
side of the road to see where you were 
going. It did no good to look ahead. All 
you could see were the rolling waves and 
the breaking surf. 

Jim Jeffords, driving the Scarab for 
which his angels had paid $17,000, and 
which had a new Corvette engine, pulled 
in his periscope and quit after one lap, 
securing the car for the day. The rest of 
us had bigger holes in our heads. 

After the two caution laps, which was 


nothing more than a contest to see who. 


could keep on the road, we lined up for 
the real thing. Katskee and I shook our 
heads in disbelief but this was pro racing 
and, well, promoters consider it strictly 
old hat to pass out rain checks. 

This was my first pro race, incidentally, 
although I was driving as an amateur. I 
had agreed to drive for free with any 
money I might win going to Katskee. And 
right about here I had some misgivings 
even about riding a go-cart down the pit 
lane just for the good clean fun of it. 

So they dropped the flag, we thrashed 
our oars and the race was on—reduced, 
O happy day, to five laps. 

Some of the hard chargers took off as 
though it hadn’t rained for .a week but 
the mist over Meadowdale was a trifle 
thick and I hadn’t been thoughtful enough 
to bring windshield wipers for my bubble 


~shield. I had elected to use the Australian 


crawl going down the main straight but 
this wasn’t quite the right stroke and so 
I was in a favorable position to see the 
cars before me apparently building up to 
a four-car clobbering at the first corner. 
Katskee and Lloyd Ruby in the 4.5 Mas- 
erati were right in the middle of the mess 
but somehow they all straightened out and 
sluiced around the first turn wtih only 
minor fender clanking. 

Quickly two cars were in the ditch on 
this first lap. Katskee stuck the tail of the 
Monza in a sand bank. You’re on ice most 
of the time in the 4.4 when you're on dry 
pavement, so you can imagine how it was 
in the wet. But the race, if you can call 
it that, progressed without serious trouble. 
I decided right then and there, though, 


that the next time I’m in a boat race, I’m ‘ 


(Continued on page 84) 
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IMPORTED AND DOMESTIC 


AUTO RADIOS 


FOR ALL FOREIGN AND AMERICAN CARS 


COMPLETE PACKAGE FOR EASY OWNER INSTALLATION 
NOTHING MORE TO BUY 


yy 0 Na Our 12 years of car radio experience enable us to provide you with the right models 
///Jeo am ET Ve 7 —field-tested and unconditionally guaranteed to fit your car. : 
, i Complete package includes: 


The listings below permit you to order the spe Radio, antenna, all hardware, M OTOR OLA 
cific radio engineered to fit your car. Here are BUSESUISIT lit wmrie +} latte eel (oleae ota 

the finest, high quality radios available to any 
foreign car owner ... just find your car listing, 
select the type radio you prefer, check the price 
list at the bottom, fill out the convenient coupon 
and order your radio in either one of the two 
easy ways described on coupon. 




















A standard, economy radio packaged with our 
own specially designed installation kits, adapted 


All radios listed are available in at least one to fit the following cars. 

























of four different types: Developed by West German specialists, engaged ~ pee Spia ee ree 
W...designates Push Button, AM-FM, exclusively in production of car radios. Awarded ies Gomes Sprint *1B-001-Z 
separate speaker the Grand Prix in international competitions hestin oo eee 
X... designates Push Button, separate for 5 consecutive years. Available in AM or FM. Borgward cae. 1B-007-Y. or2 
pact M t k Car Name Radio Model No. 4 ee eaapee i Zepi sis cleat be 
... designates Manual, separate s r -007- ord Consul, Zepner, odiac -U25- 
Y ie ormmmuen Citroen 18... sean wate Hillman Minx, 1957-8 .......... 1B-055-2 
Z... designates, Manual, self-contained D.K.W. eecscsesesons.,.,,,5A-O20-W, X- or Y > a_ahepencamarndii 13-0282 
speaker Karmann Ghia 5A-061-W, X, or Y eee ce eae 
Be sure to circle your preference on order pretend —" ee sacoesw’ > poi ba el ai bate 
ee em St , ae -038- 
coupon. Mercedes on 5A-064-W, oo Renault Dauphine, 4 CV ........1B-053-Y, or Z 
OPE). ceccencmenn....,., SAO57-W, X. or Y ma on eaeeeamnanace bestia“ oF Z : 
J, ; Porsche 1600 5A-066-W’ X’ or Y — ed anegienaineedeaeaantstneneatl ba as 
SMITH’S TRANSISTORIZED FQ adiomobile I ssicihiilinskocceciomaiig 5A-041-W, or X 1 wtnng -~; Speen terre -05e- 
ee ee 5A-059-W, x, ory SEO NO on snccsscsncsveneserccncsins 1B-043-Z 
- Li eo CR Sere 1B-059- x AF orZ 
Lee 2 pal Thisdpasbinanintucnceseecasreitelel B-044- 
oh a SE nt 18-0462 
Volkswagen, 1958-9 ............ 1A-077-X, Y, or Z 
Volkswagen, 1955-7 .......... 1A-060-X, Y, or Z 
NNN GPU Sats cicaptaceonesagigtisosesckic 1A-054-Y, or Z 
| LAR SE RIRREMRREA IR RE ARE 
Made in England, famous throughout the world / fo = 


Sai all AMERICAN CARS: 


The Becker radio type W only and the Motorola 


for highest quality. High output with low power 


usage and new, extremely sensitive tuning. ’ he 
Car Name Radio Model No. - ze 


Alfa Romeo Spider ...............cscseee 3A-002-Y 










































































; Composed of two units—receiver assembly and radio, types X, Y or Z, are available for, and 
Alfa Romeo Sprint Sena eeeeeeeeeeneeeenaneree 3A-001-Y : I 0 . y 2 will fit any American car. Specify make, model 
sustie- Rests 1608 GENES: <a oY power supply. Separate speaker and two tuning oud waael tu 
Austin-Healy Sprite... 3A-008-X, or Y ranges for medium and short wave. Circuitry is 
a Ras 3A-017-Y 100% American and presents no sesvic], gg ———E 
Ford Anglia & Prefect .................... 3A-027-Y 
Ford Consul, Zepher .........5..0 3A-028-X, or Y problems, ; PRICE LIST FOR ALL CARS 
Millman Minx, WOOO ite ah-628-X, or Y . yo eae . Radio Model No. 
DT MI scvsdanscaccceosesesant 3A-030-X, or Y ‘a Romeo Spider ....................008 
Jaguar XK140 .................... 3A-031-X, or Y Alfa Romeo Sprint 7A W X Y Z 
an = - eee pre es or : pei ry ag : oe 
laguar Mark 7-9 ..............ss00008 33-X, or Jaguar 2. a acscorcececcvescecccseccees os 4 s 
Jaguar kT egpammommenncen 3A-034-X, or Y Karmann- -Ghia 7A-061 x Motorola 94.95 | 47.95 | 41.95 
eo Si cee ei tere etal 3A-035-X, or ancia .. -051- ie 
oe pc metre — BOON acescess ane or : io no spdsiddbhieatuciadedbangs ps 4 Becker 134.95 93.50 72.50 
agnette, 1959 .............. 3A-037-X, or eugeo -038- 2 y et 
toma sFisatescvaussovkt teed vopeivacroleereeenl pet i aasdabiasesuctelsNoabsgn sail eee Autovox 69.95 
_ \ i Reaeerenaemeree 3A-039-Y mea Elysee -052- i pe ; ’ A 
— Sia Mates Nee ddbakatupedan aoe 3A- > or rs Volvo 544 7A-054-X Smith 79.95 99.95 
I nn sce a dacec cance decdensdaseehecameea 3A-041- ‘ 
ee ee: 3A.042. Y ACT NOW MAIL THIS COUPON TODAY! 
Sunbeam Rapier .................... 3A-043-X, or Y os oe oe = 
La aL ee 3A-044-X, or Y i : 
NU MING oosciciciccrascsessecsadreced 3A-045-¥ TELEFIX NASSAU, INC. © 78 Gardiners Ave., Levittown, N. Y. Dept. s 
VOURRRN VIGTOR ..05.0cccscccccccesecossseess 3A-046-Y Cisietednns 
Volvo 444, 445 Renee eee eeeeeeneeeeeseeeereseees 3A-047-Y Please send me the following: Ww xX Y Zz 
Specialists in Sports Car Installations Radio Model No. Type (Circle choice) Price 
Dealer Inquiries Invited for my — 
Year Make Model 


[] J am enclosing $15. Balance to following within 
I am enclosing full payment. Send Express Prepaid. 10 days of receipt of radio. 


It is understood that if I am not completely satisfied, | may return merchandise intact within 10 days, 
for full refund. 


NAME 
ADDRESS 


NASSAU, INC. 


78 Gardiners Ave. Levittown, N. Y. 
PErshing 1-4600 pele ZONE STATE 
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BARKER MOTORS 


2291 Fairfield Avenue Bridgeport, Conn. 


CARPETS: Custom made 
of durable viscose. 


SHOP MANUALS: All 
Trans- 
mission tunnel and all im- 


genuine factory issues as 
used by our own Service 
ss $10.95 each 
MG A, Morris, Sprite, 
Austin Healey 6, MG 

TD-TF, Borgward 
$26.95 





Jag XK 120, 140.. 38. 
Specify red or black 
SKI RACKS by Amco 





MG A 


Jaguar 


190 SL 


Alfa 


Austin Healey 





Sturdy, removable, chrome plated, holds two complete 
sets of skis. 


RUBBER MATS: Protect your carpets. A necessity 
for the winter months. Contour fitted beaded ed; 


black. MG A or Aust. Healey 6 cyl. ............0.. $9.95 


SCUFF PLATES: Ribbed heavy duty aluminum will not 
sust or tar 







= MGA, THRESHOLD F PLATES for 


DOOR PLA 
Sprite, ine Aust. -3, Porsche, 
Healey 6 .......s0e0 “$7.95 pr. | $7.95 pr.: Sprite $3.95 pr. 


GAS PEDAL PLATES for 

— of transmission tun- 
—MG A, Sprite, pay for MG A or 

Heales _ ae $3.95 $4.95 pr. 

20% with order, Silent COD or send full amount 

and we'll pay postage. All items satisfaction guaran- 

teed or full refund. 


CHROME DOOR eax 

















REMOVABLE FIBRE-GLAS TOPS 


THE NEW MGA REMOVABLE HARD TOP AVAILABLE 
FOR IMMEDIATE DELIVERY. THIS TOP IS OUT- 
STANDING FOR ITS BEAUTY AND DESIGN, COM- 
PATIBLE TO THE DESIGN OF THIS VERY POPULAR 
SPORTSCAR—AS IS THE NEWLY DESIGNED TOP 
FOR THE MGA. ALL MGA OWNERS SHOULD CON- 
TACT US FOR PICTURES. 





Our new 1959 designs for 18 different cars 
feature a beautiful plastic foam headliner in a 
neutral shade of gray with sound deadening 
qualities. 
window is a copyright feature of all Plasticon 
hard tops. 

AUSTIN HEALEY (ALL MODELS) 
PORSCHE SPEEDSTER — MERCEDES 190SL 
CORVETTE — 1954-59 ALFA ROMEO 
JAGUAR ROADSTERS — JAGUAR XK150 
M.G. (A) (TD) (TF) — TRIUMPH (ALL MODELS) 
'54-'57 T. BIRDS 
AUSTIN HEALEY SPRITE — FIAT 1200 
IS THE NEW ADDITION TO THE 
PLASTICON LINE OF TOPS. 


LIGHT WEIGHT WITH MAXIMUM REAR WINDOW 
VISION. WRITE FOR FREE BROCHURE. 
Sliding side panels available for all cars 

DEALER INQUIRIES INVITED. 


PLASTICON INC. 


9721 Klingerman St. El Monte, Calif. Gilbert 4-0519 
country’s largest mfg. of fibre glass tops 
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Also the recessed wrap-around rear 








Miseries At 


Meadowdale 


from page 82 


going to have a rudder which works. 

Just as an added touch to this absurd 
race, Katskee came charging up to me 
from behind on the safety lap and tried 
to carry on a conversation by sign language 
and screaming. We went around a couple 
of little bends and, so he!'p me, Katskee 
lost the Monza again in a big spin and 
left the road. 

Well, I finished fifth and won Loyal 
$50. I guessed things could be worse. And 
so they were, come another dawn. 

We did a lot of bench racing that night 
and I spent some time redriving the 
course, trying to memorize it. This is diffi- 
cult since, to me, Meadowdale is one of 
the hardest courses to memorize that I’ve 
ever been on. It took far longer to figure 
out where everything went than it ever 
had before on any course. 

Sunday was sunshiny and bright. We 
reached the course early to get in as much 
practice as possible. About all I got was 
assurance from the 4.4 that it didn’t have 
the one thing left to hope for—speed. I 
couldn’t hold the Monza on the straight 
and just barely stayed with Augie Pabst 
in his 2.5 Ferrari. 

Now when you go to a race course with 
a big animal such as the 4.4, you know 
you're going to give away time to the 
smaller cars in the corners. You accept this 
as one of the facts of life. It’s O.K. But 
you also know, or think you know, or at 
least anticipate, that you'll be able to 
make it up going down the main chute. 
This, of course, was what I was thinking 
of when I was eager to drive the 4.4. I 
couldn’t forget that tremendous torque 
and acceleration. 

But on this lovely Sunday morning the 
4.4 gave every indication of coming apart 
at the seams. It is very difficult to tell with 
a Ferrari how well it is running until it 
starts to fall apart. I could tell real good 
how well this one was running. It was 
becoming painfully evident what I needed 
most was a magnetized rear bumper to 
keep parts from littering up the track. 

We discovered a water or moisture leak 
around the spark plugs. Knowing this car 
was famous for getting water in the com- 


bustion chamber, I thought: Hang on, 
here we go again. 
But we didn’t go again. The car 


wouldn’t start. It wouldn’t start with five 
men and a boy pushing it up and down 
in front of the pits. It wouldn’t start with 
the same man-boy power pushing it out 
on the main straight. It finally started by 
rolling it down the first hill. It was a 
wonder I wasn’t hauled before the officials 
for practicing without permission. 

So we started practice and right away 
there was a little sprint race between Ri- 
cardo Rodriguez in his Porsche RSK, 
Katskee in the Monza and Old Honest with 
the big 4.4. Of course I was nonchalantly 
bringing up the rear. Charging down the 
main chute Katskee and Ricardo were 
having quite a go and Loyal got around 


him. This apparently didn’t set well with 
the Mexican youth, so he dropped in on 
the inside. As Katskee backed off a little, 
the kid started through the vicious right 
turn at the foot of the main straight, 
Even as far back as I was I could tell he 
probably was going too fast. 

Sure enough, Rodriguez lost it. He did 
about a 114-turn spin from the inside of 
the track and wound up kissing the outside 
wall head-on, thereby shortening _ the 
Porsche some 30 inches. Loyal went 
through on the inside as the Porsche 
bounced off the wall and back into the 
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middle of the road. Of course old Honest * 


picked this propitious moment to arrive 
on the scene. And having arrived, there 
was only one place to go — between the 
Porsche and the wall. 

As I said, the 4.4 is a big animal. There 
wasn’t room between the Porsche and the 
wall for the Ferrari. I took one very fast 
look, decided the Porsche looked softer 
than the wall, and clipped it as I went past. 
I’m sure this did him no noticeable dam- 
age since the Porsche already was much 
shorter than when it started the lap, and 
there was just another slight dent in the 
fender of the Ferrari. 

During my midnight reverie I had de- 
cided that if the car was tail-light, as it 
certainly felt, what I needed was all the 
weight I could get in the rear end. So I 
filled the gas tank to the brim. This 
proved history isn’t necessarily made at 
night. The car now handled twice as bad 
as it had before, if this was possible. It 
still spun like a top. So we siphoned out 
the excess gas. 





I also kept experimenting with the tires. 
I finally dropped the rears under 30 
pounds, cold, in order to get 33 or 34 


pounds-per-square-inch hot. This didn't 
help the old pig, either. But I did get one 
new tire and a new set of spark plugs 
and we sallied forth for the first heat of 
the race. 

They told us the qualifying boat race 
the day before had no effect on where we 
lined up for this first heat. The big bore 
cars would go first, they said, followed by 
the little fellows. The screams of the 
Porsche drivers could be heard in Le Mans. 

Katskee and I had explained to the of- 
ficials several times that I was driving the 
4.4 and Loyal was in the Monza. But we 
were consistently announced in the re 
verse order. So I figured, when we were 
lined up for the start, that the Monza was 
placed in front of my 4.4. This, I’m sorry 
to say, was an omen of things to come. 

So off we went. 

I was running a snappy seventh when I 
began hearing strange noises from the 
right rear corner of the car. It was espe 
cially noisy in a hard left turn. And it was 
particularly annoying to hear it while 
skimming around Meadowdale’s famous 
Monza wall. Of course I recognized the 
noise as the wheel changing places on the 
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spline. And it was obvious to me I was 
going to lose a right rear wheel before the 
heat was over. My ride around Meadow- 
dale, then, became more intriguing than 
ever. Now I was trying to find which spot 
would be the most appropriate and pain- 
less to toss a wheel. The possibilities were 
not what you would call limitless. 

My investigation of sites best fitted to 
throw a wheel was interrupted when I 
went for another spin, allowing a Lister 
Corvette to sneak past and making it a 
sight more easier for me to finish the heat 
in eighth place instead of seventh. As for 
the wheel, it was still squealing but hang- 
ing on. 

During the between-heat inspection of 
the old beast we noticed a nice big pool 
of oil under the differential and we found 
a 214 inch crack in the differential case. 
Katskee’s mechanic said he really didn’t 
think it would hurt anything! 


Then my mechanic, Jack Kretsinger, 
pulled the pan down and found the filler 
plug nut perfectly round, making it im- 
passible to add any oil to the differential. 
From the looks of the puddle, and guess- 
ing what had been lost in running the 
first heat, it appeared we were about a gal- 
lon shy going into the second heat. 

So we all started charging again and I 
began experimenting with the Monza wall. 
It seemed to be unanimous among the 
drivers that the best way to drive the 
wall was to get up along the top rail. I 
was told it was impossible to climb the 
wall and it was implied that you couldn't 
lose a car on the wall. The opinion 
seemed to be that you could almost take 
your hands off the steering wheel and the 
car would drive itself around. 

Now Katskee and others had told me the 
thing to do was to hit the wall flat out. 
Somehow or other I seemed to be a little 
balloon-footed every time I sailed into the 
wall, although I was gaining more courage 
each lap. Just as I was running low on 
brave pills I finally hit it hard enough to 
discover it was indeed possible to lose a 
car on the wall. 

While I didn’t actually lose the big red 
animal, I came uncomfortably close and I 
did some fancy fish-tailing. This can be 
a trifle nerve-wracking when you're so 
close to that wire fence at the top. As a 
matter of fact, I'd been noticing some let- 
tering on the fence and this time I was 
close enough to read. It said: “Back off, 
bud, you’re close enough.” 

So I was treating the wall with respect 
when, on about the fifth lap, I entered it 
following Katskee and Art Bunker in his 
yellow Porsche RSK. They were having 
a sizzling dice and, per my custom on this 
weekend, I was observing from the rear. 

I had just banked onto the wall and 
looked ahead when who do I see spinning 
madly from the bottom to the top and 
back to the bottom but Katskee. He and 
Bunker came so close to colliding I figured 
there was yellow spray on Katskee’s car, 
if not paint. And as I came charging 
around, thoroughly committed to the top 
lane next to the fence, the Katskee car 
was spinning back end to, up the face of 
the wall again. I had a choice of hanging 
on, holding my breath and respectfully 
asking for help from above, or, blasting 
into Katskee broadside, I chose No. 1 as 


(Continued on page 86) 




















BORGWARD'S high standards of engineering result in superb performance, economy 
and trouble-free driving. The quality line includes Sedan, Combi Wagon, and Sports 
Coupe. Fully independent wheel suspension assures excellent roadability and nding com- 
fort. All moving parts of the engine are hand polished and dynamically balanced resulting 
in smoother operation. The high quality of the BORGWARD allows the crankshaft of 
the production engine to be completely interchangeable with that of the highly successful 
racing version. This quality and precision is reflected in every part of the BORGWARD. 
The motorist who recognizes and appreciates fine workmanship chooses BORGWARD. 


See Your Nearest Dealer 








BEFORE YOU BUY ANYTHING... COMPARE IT WITH BORGWARD 














RALLY EQUIPMENT 

POLART RALLY LOG helps keep track of important 
figures during rally, .75, POLART AVERAGE 
SPEED TABLES give correct time for distance 
covered. Handy pocket-size book covers 10.0 to 
50.9 MPH, $3.00. 7-JEWEL STOPWATCH with time- 
out feature, $12.50. STOPWATCH HOLDER clips on 
clipboard, $1.50. Write for catalog. 


POLART 
20115 Goulburn Ave. 





Detroit 5, Mich. 

















MFG. CLOSE OUT SALE 
TONNEAU COVERS-—all colors, Plastic Leather 
were $39.95—Sale $9.95 (excluding hardware) 
CONV. TOPS—Were $79.50—Sale $24.95 
While they last—State 2nd color choice, yr. and car. 
25% with order. Balance C.O.D. or send check. We 

pay postage. 
RITE FIT AUTO COVERS 
2334 Ist Ave., N. Y. 35, N. Y. 











REUPHOLSTER with a BRUSH! 
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FINISHES 


Restores — Colors 
Protects Leather, 
Leatherette or 
Vinyl Plastic 


(not a paint) impregnates 
leather or Vinyl plastic up- 
holstery. Won't chip or 
peel. Fadeproof—waterproof. 
Write for free information, 
color chart, and dealer loca- 
tion. 


RAMCOTE, 1141 W. 69 St. 
Chicago 21, Ill. Dept. sc 2. 





Renew dull, faded, 
leather or Vinyl plastic up- 
holstery. Car, plane or boat 
seats, headliners, side- 
panels will look new in any 
color. Redesign, customize 
new interiors. You can 
change color too! Easily, 
applied brush or spray. 
RamCote Flexible Finishes 
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NEED FOREIGN PARTS... ? 


Replacement parts for over 


40 makes carried in stock. 
Only parts house in the 
Southwest devoted exclu- 
sively to foreign parts. 


OVERNIGHT DELIVERY 
TO ANYWHERE 


SOUTHWEST 


IMPORTED AUTO PARTS 


1810 Texas Ave. Houston 3, Texas 
CApitol 7-4264 














. 

FOR IMPORTED CARS 

Tailored & Washable Corduroy Terrycloth 
VW, MGA, TF... 2 front seats....11.95 9.95 
VW back seat 11.95 9.95 
VW SET (front & back seats)............ 21.90 17.90 
PORSCHE, cmp 4 2 front seats 13.95 11.95 
MG-TD, TR’s, EALEY, FIAT 

1100 & es SIMCA ELYSEE, 

RENAUL T DAUPHINE, VOLVO 

(Terrycloth only). 2 front seats............0 9.95 
MERCEDES 190SL, 220, JAGUAR 

XK-120-140 11.95 
Specify MAKE, MODEL, YEAR CAR, COLOR IN 
TERRY: Blue, Silver, Charcoal, Red, Beige, Kelly 
Green, Maize. IN CORDUROY: Red, Blue, Silver, 
Toast, Charcoal, Camel. 
Postpaid if remittance accompanies order. CaHfornia 
residents add 4% tax. (Dealer inquiries invited) 


Edith’s Seat Covers, P.O. Box 1221, Bakersfield, Calif. 























SCRATCH REMOVER for snipe 


Removes Surface Scratches 
Restores Transparency 

Cleans Stains & Film 

Completely Safe 

e Non-Inflammable 

SCRATCH OUT works wonders on 


plexiglas windshields, plastic side cur- 
tains, wind wings, etc. 
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Half-pint can................ $2.00 postpaid a 
Send cash, check or M.O. to Dept. S = 
THE BUCKET SEAT i-S"9SK5°,S7REV! 


DEALER INQUIRIES INVITED 
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my category and it worked. Somehow I 
managed to squeeze through. 

Katskee went into the pits, straightened 
out the right side of his car which banged 
into the fence at the top of the wall, re- 
placed a bent wheel and rejoined the 
party. 

Two laps later I came around the back 
portion of the course and all at once heard 
another noise — this one in the front of 
the automobile. I was aware the car had 
slowed down and my first thought was I 
had a flat tire. But there was no bumping. 
The car still seemed to steer, so I started 
through a little left bend and drove rather 
gingerly for maybe another quarter of a 
mile. Then I noticed the crowd running 
and pointing — at me. 

Since I could only think of 11 or 12 
things which might be ailing the old 
bucket, I leaned out and had a look for 
myself. Shucks, the only thing wrong was 
the position of the right front wheel. It 
was jammed up under the fender at a 
right angle to the front of the car. So I 
drove on through this turn, trying to find 
a parking place for the beast so it wouldn’t 
be in anyone’s way. 

I climbed out and found the right front 
wheel and drum were completely off. I 
suspected a broken spindle or hub. I was 
hardly in the humor to crawl around in- 
vestigating, the position of the car in re- 
lation to the race course being what it was, 
so I walked back to the pits. So far, it was 
the most dependable transportation I’d 
had all day. 

Between the second and last heat we 
brought the beat up 4.4 in with a wrecker. 
Kretsinger took a look and couldn't find 
anything broken. He poked around further 
and found the inner locking nut on the 
spindle had simply come loose. Just how 
this happened is for Charlie Chan since 
it must be driven on with a punch and 
hammer and then locked. At any rate, 
nothing was broken. The only real dam- 
age was to the broken brake cylinder which 
was worn half in two from scraping on 
the road. 

Kretsinger went to work and it began to 
appear we'd get the wheel back on in time 
for the third heat. We’d be pretty shy on 
brakes, of course, but there’s the gear box 
and, as a last resort, a man can always 
drag his feet. 

While mechanics and assorted volunteer 
assistants worked feverishly, I took a stroll 
up and down the pit lane to check on what 
I laughingly referred to as my opposition. 
Upon returning I found Katskee and his 
mechanic — obviously thinking we weren't 
going to get the 4.4 ready for the final 
heat — had cannibalized my spark plugs 
and two rear wheels. 

I tried to get a slight delay in the race 
but all of a sudden it was necessary to get 
the show on the road to accommodate a 
Chicago radio station, so all the cars were 
hustled out on the grid—except my pore 
old 4.4. We were busy rounding up some 
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used spark plugs (and I do mean used) 
and a couple of rear wheels. Kretsinger 
at least was getting the wounded front 
wheel back on. 

The race had gone about four laps 
when we finally got all the wheels on and 
were ready to go. Only one thing kept 
me from taking off after the pack. The car 
wouldn’t start. Then someone recalled 
that the battery on Katskee’s Monza had 





gone down, so he switched with the 4,4, 
So now we had a flat battery in addition 
to a leaking differential, no front brakes, 
a front wheel which it was hoped would 
stay on, and anemic spark plugs. The car 
started with a push but only because, 
when the batteries were switched, some. 
one unthinkingly hooked it up. We were 
mighty grateful. After all, they could have 
left it on the pit floor. 


a fe = ay 


7" 





I drove down to the start-finish line, 
obtained permission to start, and drove 
out on the course, gingerly testing what 
brakes were left. I found I had some but 
took things easy, keeping out of the way 
of the fast cars. 

Upon reaching the Monza wall I flipped 
my last brave pill down my throat and hit 
it with enough go to stay up near the rail. 
I skimmed off the bank and flattened out 
for a nice controlled charge down the 
straight when I saw the starter wildly wav- 
ing the black flag at me. Naturally I fig- 
ured I was going to throw a shoe again, 
so I eased around the course and pulled 
into my pits. I never was so surprised in 
my life when they jacked up the rear of 
the car. I asked what the hell was going on 


and was informed Katskee’s bent wheel 


had been put on my car in the confused 
shuffle. 

So I got another left rear wheel with 
not much rubber and took off again, cruis- 
ing warily and slowly. When the car got 
to 4000 rpms the whole business shook 
like a dog which had been on a week’s diet 
of peach seeds. It took me a while to realize 
that this was not square wheels, as it felt, 
but simply the old spark plugs in that 
six cylinder motor, shaking it so violently 
it shimmied the whole car, 

I made this lap without anything un- 
usual happening, except for the long list 
of things which no longer were considered 
unusual, only to find the black flag on me 
again. So I slowed down, which meant | 
all but stopped dead, supposing something 
else was falling off. I crept around the 
course and back to the pits behind the 
start-finish line. 
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J shut off the engine and Bill Smythe, | 


USAC sports car director and chief stew- 
ard of this race, started a leisurely conver- 
sation with me, saying first that he under- 
stood we had done some welding on the 
car. 

No, I assured him, we hadn’t done any 
welding on the car. That was about the 
only thing we hadn’t done. But if he'd like 
for us to weld something, I was dead cer- 
tain we could find something to weld. 

We continued to pass the time of day, 
discussing various technical aspects about 
pulling into and out of pits without per- 
mission, after being black-flagged, and I 
explained I thought I had been called in 
by my pit crew. They had been vigorously 
motioning me in the first time and I nat- 
urally supposed they had asked the official 
to wave his black flag. 

No, the officials had done it on their 
own, Smythe explained, and they were a 
little hurt that permission hadn’t been 
sought to go forth again. This discussion 
was all very amicable, but the other cars 
weren’t waiting until we finished our chit- 
chat. Finally I asked if they wanted me to 
race it or park it and they said I could go 
ahead if I wanted to and I thanked them 
and said that’s why I came and drove on 
out... in my tired, sick, ancient Ferrari, 
by now about 10 laps behind. 

I managed to have two or three thrilling 
duels with a Sprite, getting past him in 
good shape, and then tackled bigger game 
— a TR3. I’ve never seen a TR3 that 
seemed to be going quite as fast as this one. 

As the race wore on I chugged past one 
car and then another sitting along the 
road. A few laps more and my pit holds up 
a sign: “John, stay in. You are 8th.” Some- 
how this didn’t make sense, because I 
could count at least 12 cars as they went 
past and I knew they were ahead of me, 
but then nothing was making sense any 
more. So I tootled along, waving at the 
flagmen and the little boys and girls. 

I picked up two positions when Rodri- 
guez flipped his Porsche and Bunker, on 
about the last lap, did a headstand in the 
other RSK. By picking up two positions I 
mean instead of being 12th and last I was 
10th and last. 

Ruby buzzed me in the Maser, then 
smacked the wall and blew a tire. He was 
just limping back to his pits but damned 
if it didn’t take me nearly a lap to get 
past him. 


But I finished . . . 10th in the heat and 
10th overall for the three heats. The old 
bucket made it. And, amazingly enough, 
I made $245 for Katskee. It occurred to me 
later that, as dear to my heart as a Ferrari 
racing car is, I wouldn’t have carried this 
pig home for $245. 

And so my miseries came to an end. If 
there was any consolation for my week- 
end, wherein the fickle finger of frustra- 
tion pointed at me constantly, it was the 
great service I rendered to fellow Ferrari 
drivers, They can go forth now, cheerful 
and unafraid in the knowledge that they 
can’t be the first to be beaten by two TR3s 
and a Sprite. 

Oh, by the way, I am the possessor of 
8324 USAC Sports Car racing points. I will 
gladly trade these, even up, for green 
stamps. —jk and frk 
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BY RUPP 





FORMULA FOR A 


WINNING KART! 


Start with a Dart-Kart...with its extra 
rugged racing frame in 100% perfect align- 
ment. You also get special, quick-response 
two-wheel brakes, taper roller bearing ac- 
tion and solid-shaft rear wheel axle. 

Add the power plant of your choice, sin- 
gle or matched twins, for top rating .in A, 
B or C class competition. 

Add clutches, headers, slicks or any 
other accessories to improve driving and 
power performance. 





CATALOG SHOWS YOU HOW! 


Dart-Kart’s comprehensive, 16-page catalog 
is designed to help you plan your winner. 
Describes 23 models and a complete line 
of accessories. A wonderful guide to insure 
you a real performer. Write for your copy 
now! Include 25¢ for postage and handling. 
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for more fun...t0 perforant superb handling! 
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DEALERS: It’s easier to sell a proven 
winner. Protected territories. You get 
sales literature, ad mats and other sell- 
ing helps. Write for complete dealer 
information. 
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THE RUPP MFG. CO. + KART DIVISION * 300 BOWMAN STREET * MANSFIELD, OHIO 








MADE TO ORDER 


Any original design produced for you 
in Europe — Solid Brass — baked fin- 
ishes — any design, shape, colors, or 
quantity (10 to 10,000). Prompt deliv- 
ery. “Impossible” designs fabricated 
with ease. For estimate, send sketch 
or idea and approximate number of 
badges you'll need to: 


CHARMANT IMPORTS 
Garden City 44, New York 








each $250 pos 6 for $14.00 
Tie Colors: 


Designs: 
JAGUAR - MG - AUSTIN-HEALEY | RED - BLUE - GREEN 
PORSCHE - STEERING WHEEL | GREY - BROWN - MAUVE 
CROSSED FLAGS 


JOHN P. LOUGHLIN 
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Heavy 1% in. steel tubing.. 


ends capped 


Triple chrome plated... 
No holes to drill... 


installs 


in minutes. 


Get yours 


Replace that 
the non-slip standard 2 x 8” 


GAS PEDAL: 9 
- §$2F 


for more foot ease, 
to cover worn carpet, 





less steel GAS PLATE 


95 
S2% 
(When ordering, specify make.) 


Mail oti: py aa delivery, stock 
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We pay the post- 


age on above oe: 
Sorry, no C.0.D 
Calif. add 4% ee si tax. 


(Aipesssony 
fy tneerting 1054 Duncan Place 


Manhattan Beach i2 , Calif. 
PHONE: FR. 47471 Dealer's tnguires weleomed. 
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) Cuff Links 
$4.95 


Ever popular personal accessories, 
for most cors, in brilliant jeweler’s 


glass enamels and chrome. 


The U stock of imported metric and whitworth tools in the East. 
Always immediate delivery. 





Badge Bars 


Individually designed badge bors 
for most makes and models cars 
from vintage Rolls-Royce to VW. 
Plain models, $12.95 
Spotlamp-mounting, $18.95 


Stoneguards 
Headlamp $10.50/pair, in sizes 
from 6" Corvette to VW ovals 
Spotlamp $7.95 each. 

Specify make and model. 


All prices postpaid. Send for free illustrated catalogue. 










WI LC® Box 1128, Rochester 3 N Y 














WEBER CARBURETORS 
SALES + SERVICE 
PARTS 


GRISWOLD 
CARBURETOR CORP. 





WAYNE, PA. 
Phone: MUrray 8-4080 





315 W. LANCASTER AVE. 
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pretty good at first, but the quality is only 
really tested during a race. Consequently 
the experimental car was run in the 1000 
Kilometer race—with the above mentioned 
results. 

“The present opinion of the Porsche 
testing section is, then, that the disc brakes 
tried and proven in England are not yet 
up to the standard of our own drum brakes. 
Therefore, for the time being at any rate, 
they will not be used on our production 
cars, unless our own version of the disc 
brake produces better results than the 
British production units. 

“A British-made disc assembly weighs, 
for example, 15 pounds more per wheel 
than our drum brakes, which adds unde- 
sirable unsprung weight as well as 60 
pounds to the weight of the whole car. 
Another British make only weighs 8.8 
pounds more per wheel, or 35.2 pounds 
more overall, but this the Porsche engi- 
neers also reject as too much. To this is 
added the difficulty of supplying a really 
effective parking brake, a problem which, 
so far as we know, has not been completely 
solved by an existing disc brake. As a result 
of trials made up to this date, we are still 
very far from introducing disc brakes on 
Porsche production cars.” 

On this tiny monoposto the Ate drum 
brakes have a far better time of it than on 
the Porsche sports cars, because they’re out 
in the open, and are supplied with scoops. 
The race car has also been lightened by 
narrowing the frame, plus fitting a neat 
65-pound body, and using more magnesium 
—for the brake drums and ribbed backing 
plates. Excepting the six-speed gearbox, 
the only other major deviation from the 
standard RSK is the entirely new rear sus- 
pension. This new device did make its first 
bow on one works Spyder at Sebring in 





1959 (Its effect is clearly shown in com- 
parative pictures on page 22 of SCI, June, 
1959.—Ed.) . 

The aim of the Porsche technicians wag 
multiple. They wanted to minimize 
changes of camber and tread with wheel 
deflection, and to induce toe-in of the outer 
rear wheel in a corner to give more “bite.” 
The former had been approached but not 
satisfactorily solved by the current low. 
pivot swing axle layout, while the latter 
would permit an increase in overall cor- 
nering power without harming the balance 
of the machine. All these are accomplished 
by a layout which is unique but so logical 


that it makes one wonder why it’s never | 


been tried before. 

By guiding the wheels with two wish- 
bones, their pivots angled and their planes 
nearly parallel, the effect given is that of 
an angled swing arm, like that of the 
Corvair or Fiat 600, but with a much 
longer effective swing radius—on the order 
of ten feet. Camber change is maintained 
by using a pair of wishbones, while tread 
changes are kept down by making the 
upper wishbone shorter than the lower. 
The top wishbone is a simple two-armed 
member; the lower one is made up of one 
vee-shaped arm and a tubular trailing arm. 
The frame ends of all these members have 
screw adjustments for “chassis tuning.” 

This new rear end can be held respon- 
sible for the great accuracy of this new 
Porsche’s steering and for its very stable 
feel over uneven surfaces. Thete’s none of 
the swing axle’s usual “walking” effect. 
The car Dr. Hild so kindly “lent” me was 
changed in many details from the proto- 
type that first raced at Monte Carlo. Its 
lines had been spruced up by restricting 
the air inlets to the oil cooler and car- 
buretors, and by moving the rear view 
mirrors from the front suspension mounts 
to the sides of the curved windshield. 
Since Germany’s representatives firmly sup- 
ported the 114-liter Formula beginning in 
1961, it’s heartening that her constructors 
are already so far advanced on hardware 
as to give material support. This little car 


is already serious competition. 
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centrated on a basic unit with a swept vol- 
ume of 15 cubic inches, a module that 
could be useful in NSU’s burgeoning series 
of small production automobiles. As men- 
tioned in European Newsletter last month, 
their experimental engine weighs about 35 
pounds and develops slightly more than 40 
horsepower at 8000 rpm, a speed only mid- 
way along its useful rpm range. It is said 
of this NSU engine that operation is so 
smooth a glass of water, placed atop a 
running unit, will not show a ripple in its 
surface. 

NSU’s licensing agreement with Curtiss- 
Wright, estimated to cost C-W $400 thou- 
sand annually, gives the latter firm exclu- 
sive rights to worldwide aircraft use of 
the engine and exclusive rights for all other 
purposes in the United States, Canada and 
Mexico. Curtiss-Wright may also export 
vehicles made here that use the engine. 
Reciprocally, NSU may ship the engines 
into America if they’re installed in their 
automobiles, motorcycles or scooters. 

Curtiss-Wright’s version of the engine 
has been running since late 1958 on the 
test bed and in experimental installations 
like a portable water pump. Their basic 
unit develops about 100 bhp and, when 
made with a Cast iron casing; weighs rough- 
ly 100 pounds. Comparing it with the NSU 


edition, the American version would seem 
to have a swept volume of about 35 cubic 
inches. It delivers this power on moderate- 
octane automotive gasoline as specific fuel 
consumptions of .45 pound/bhp-hour and 
less —an extremely economical rate. At 
this stage of development, at least, this 
engine doesn’t seem to know what preigni- 
tion or detonation are. This is in part due 
to very low spot temperatures — said not 
to exceed 300°F — that prevail within the 
engine. As the explanation in this issue 
shows, the rotor is bathed in cool fuel-air 
mixture just after it has released a pocket 
of exhaust gasses. As a matter of interest, 
one prototype engine runs on an S.U. 
carburetor. 

No official statement of the rpm used 
by the Curtiss-Wright engine has been 
made, but it can probably run up to 15,000 
rpm at least. Spokesmen endow it with 
an idle speed down in the 400 rpm area, 
and with extremely responsive accelera- 
tion, thanks to the utter absence of 
reciprocating masses. Very smooth, flat 
power curves are characteristic of the de- 
sign. So flexible does it promise to be, in 
fact, that the prospect of using it in auto- 
mobiles with no transmission is being ac- 
tively investigated. 

Extraction of additional power is a pro- 
cess that has just been started. Easy package 
increases can be effected by “stacking” two 
or more engines together along a single 
shaft. C-W’s basic module could, on this 
basis, be part of an engine developing from 
100 to 400 horsepower. More than four 
units could be placed in line, but practical 
considerations have prevented this thus far. 


By supercharging, as is customary for air- 
craft use, nearer 175 bhp can be drawn 
from a single engine. Curtiss-Wright have 
already built a centrifugally-blown aircraft 
powerplant, using dual ignition, that’s 
rated at 700 bhp. 

At C-W’s Wright Aeronautical Division 
at Wood-Ridge, New Jersey two other basic 
engine sizes are being developed. One, 
much larger, would deliver 750 horsepower 
in a single module and up to 3000 bhp in 
a clump of four, or from 1250 to 5000 
horses in supercharged form. The smaller 
size, which would have less displacement 
than NSU’s basic engine, will be adaptable 
to from 5 to 100 horsepower. 

Specific claims haven’t been made, but 
durability is said to be above average: In 
view of the logic and simplicity of the de- 
sign, this seems justified. Still the most 
secret element of the design is the method 
of sealing the sliding joints between the 
sides of the rotor and the two side plates, 
though the system is known to be sensitive 
to the engine’s internal pressures. Com- 
ponents in the sealing systems would, like 
valves and piston rings today, probably be 
most susceptible to deterioration. Costs 
aren't being discussed either, yet. Basic 
manufacture seems to be simple, however, 
and materials aren’t exotic, so production 
versions should bear a very reasonable price 
tag. Curtiss-Wright expects to have an 
industrial version of their pilot engine in 
production at their New Jersey factory 
before the end of 1960, so there’s not long 
to wait. Tomorrow is here. It came on No- 
vember 23rd, 1959. 
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being an inch or two narrower than a Pa- 
lermo streetcar’s, Vincenzo’s essay in space 
travel ended abruptly. 

No doubt this incident nourished 
Florio’s prejudice against the Giro di Si- 
cilia course, to which, under pressure from 
various authorities, he’d unwillingly con- 
sented to switch the Targa Florio in 1912. 
It stayed in the relatively tame environ- 
ment of the island’s coastal fringe, devoid 
of mountains and only meagerly inven- 
toried with blind hairpins, for three years, 
through 1912, ’13, ‘14; then, right after 
WWI, the race reverted to its birthplace in 
the shadow of the hulking Madonie moun- 
tain and its litter of lesser peaks. 

There were three overlapping Madonie 
circuits, the shortest of which, 44.6 miles 
around, was splintered off the other two 
in 1932 and is still in use today. The long 
course, a sprawling 92-miler, launched the 
series in ‘06, had a six-year innings up to 
and including 1911, made a brief come- 
back in 1931, then passed into history. 
The medium Madonie circuit, dominated 
by the Norman-built township of Polizzi 
Generosa, 3000 feet above sea level, was the 
setting for twelve consecutive Targa Flo- 
rios, 1919-’30, and measured 67-miles per 
lap. All three courses shared a common 
finishing straight, five miles long and dead 
level, flanking the Tyrrhenian seaboard 
east of Palermo, the Sicilian capital. In- 
land, without letup, the road writhed and 
undulated like a demented serpent, alter- 
nately clambering into the clouds and 
plumetting to valley floors, clinging to 
precarious mountain ledges on the edge 
of precipices, transiently trading solitude 
for the bustle of primitive communities in 
such outposts as Calvaturo, Castellana, 
Petralia, Castelbuono, Collesano. 

The surviving Madonie course has 898 
corners per lap, compared with 1500-plus 
and around 2200 for the medium and long 
ones respectively. For man and machine 
both, no other test ever stood comparison 
with the Targa Florio. Apart from the 
shore straight beyond Campofelice, most 
cars didn’t get into top gear anywhere. 
Earlier, in an era of cruder chassis design, 
partial seizure of the steering swivels was 
a common hazard of the Madonies. This 
island rumpus, indeed, was a killer in 
everything but statistical fact; only two 
drivers, I believe, ever lost their lives in 
the Targa Florio, Masetti in 1926 and 
Aloatti in ’34, a toll vindicating Florio’s 
assertion that his race was too dangerous 
to be lethal. 

Factors favoring personal survival were 
the rigorous speed limits imposed by the 
terrain and the low incidence of over- 
taking manoeuvers. Fastest winning aver- 
age of the series’ heroic age between the 
wars (excepting an emasculated version 
staged in Favorita Park, Palermo, for rac- 
ing voiturettes) was Nuvolari’s 49.27 mph 
on an Alfa Romeo in 1932. In the classic 
Madonie setting a race speed of 50 per 
hour wasn’t broken until 1953, when Magi- 
oli (3-litre Lancia) turned 50.09 for eight 


laps of the present 44.6 mile circuit. 4 
Madonie based Targa Florio has yet to be 
run at sixty overall, the lap record cur. 
rently standing at 63.42 mph _ (Moss, 
DBRI/300 Aston Martin, 1958). Partly 
to spread the action out for the public's 
benefit, and partly because the roads in 
this region are too narrow and twisty to 
contain the boil-over from a mass start or 
its Le Mans approximation, interval send- 
offs have always been the Targa Florio 
rule: hence the relative rarity of over- 
takes. One year, when the field was sparser 
than usual, spectators had two-hour inter- 
vals to while away between the tailenders’ 
passing the leaders’ reappearance. 

But to compensate for the intermittence 
of the drama, there sometimes were splen- 
did opportunities for audience participa- 
tion. It was just a question of being in the 
right place at the right time, e.g., around 
the pits at the climax of the great Mer- 
cedes vs. Alfa battle in 1924. This was 


something that would have warmed Mr. , 


Cecil B. de Mille’s heart. Crowd discipline, 
which was always in inverse ratio to the 
armed strength used to enforce it, broke 
down completely when one of Mercedes’ 
team cars pitted for servicing operations 
that could vitally affect the outcome of the 
race. In seconds the Merc depot was a mill- 
ing. yelling, gesticulating ant heap of un- 
authorized humanity. So the attendant 
platoons of caribinieri, having failed to 
prevent the break-in, switched to bouncers’ 
technique, ejecting the insurgents with a 
thoroughness that left scarcely a nose un- 
bloodied. But now, finding themselves as 
badly hampered by surplus soldiery as 
they’d previously been by unwanted civi- 
lians, the Mercedes personnel turned on 
their rescuers and threw them out, tossing 
their rifles after them. 
t » We ee a a 






This 1924 race was Mercedes’ fourth 
Targa bid — they’d made their postwar 
comeback to European racing in the 1921 
event — and it brought the Stuttgart team 
its first Sicilian victory; winner was Chris- 
-tian Werner at 41.02 mph for five laps of 
the medium Madonie course. A couple of 
years earlier, it’s true, an Italian amateur, 
Count Guilio Masetti, had won at the 
wheel of his privately entered Merc, but 
this had only underscored the failure of 
the official six-man factory team compris 
ing Lautenschlager, Salzer, Sailer, Werner, 
Minoia and Scheef. Incidentally, two names 
that recur in the early annals of the Targa 
Florio are Alfred Neubauer and Enzo Fer- 
rari. Best placement by Neubauer, an 
undistinguished driver, was fifteenth on a 
Mercedes in 1924; he was 31 years older 
and fourteen inches further around the 
belly when he next visited the Madonie 
theater in 1955 to share, in his rennleiter 
capacity, the sensational Moss/Collins suc- 
cess. Ferrari chauffeured an Alfa Romeo 
into second place in 1920, twenty-eight 
years before a V12 of his own make car- 
ried Clemente Biondetti and Prince Igor 
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Troubetskoy to victory in the first post- 
WW2 Targa Florio, 1948. Apropos, the first 
car to bear the Ferrari nameplate raced 
for the Targa in 1919. 

May, the traditional ‘Targa Florio month 
(occasionally varied to late fall or early 
winter) , is usually a season of blistering 
temperatures in Sicily. Even habituated 
Italians have been known to collapse un- 
der the heat in midrace. Minoia’s riding 
mechanic, rissoled into unconsciousness in 
the 1924 event, proved unresponsive to 
first-aid tuneups and had to quit alto- 
gether. Fiat’s star driver, Pietro Bordino, 
stepped overboard at the pits the same day 
and fell flat on his face, senseless. Any- 
where but in the Targa Florio, this defec- 
tion would have written finis to a hitherto 
spirited challenge to the Mercedes team, 
because no spare driver had been bracketed 
with Bordino. But a mere formality like 
a name on an entry blank, or rather the 
absence of one, couldn’t be allowed to 
spike the Fiat gun. Felice Nazzaro, veteran 
racing driver and two-time Targa winner 
in the series’ prewar infancy, happened 
to be alongside as Bordino folded. Raised 
in the anything-goes spirit with which 
Florio had always infused his race, Naz- 
zaro jumped into the vacant cockpit and 
pellmelled away up the twisting slopes 
towards Cerda. 

As reluctant as I am to spoil the story, 
it must be admitted the old boy blew the 
car up within five miles and had to ditch 
it. 

Another story it’s a shame to spoil is the 
myth that robber barons used force of 
arms to resist the Targa Florio’s invasion 
of their mountain territory, sniping at 
pioneer competitors as they chugged and 
thrashed over the lonely Madonie passes. 
This simply never happened. What did 
happen is that Florio, while reconnoitering 
the original circuit with a retinue in 1905, 
was intercepted and courteously quizzed 
about his plans by the number one outlaw 
of the region. When the project was de- 
tailed to him (like most Sicilians at that 
time, he’d never seen a car), the bandit 
volunteered assurances of noninterference, 
and the undertaking was moreover for 
free. Whether Florio trusted him fully 
seems doubtful, judging by the fact that 
he persuaded the authorities to draft 5000 
caribinieri to see fair play during the in- 
augural race. Troops, in fact, outnumbered 
spectators in 1906. It naturally was never 
any part of the soldiers’ duties to act as 
marshals. The Targa Florio, throughout its 
long and checkered career, has dispensed 
with a marshalling service, outside of the 
pit area. To people a Madonie-length lap 
with qualified flagmen would be imprac- 
ticable, and imagination boggles at the 
idea of stationing an unqualified signaller 
around a blind turn on the lip of an abyss. 

Something else that drivers never got 
for their entry fee was shunt protection in 
any such form as straw bales on corners. 
If you wanted to run out of road, you 
could go ahead, and welcome. There were 
plenty of places where such exits could be 
made without necessarily endangering life 
and limb; and sooner or later, assuming 
you couldn’t get your car back on the 
toad unaided, the chances are you would 
be spotted and rescued by willing and mus- 


(Continued on page 92) 
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It started in April ‘59 at Pensacola. Since that time . 


and 8 rocker adjusting screws (precautionary). 


Abarth and race ‘til your heart’s content . . . 


. Car 


No. 83 with Paul Richards driving . . . has stafted 12 races 
and has 12 wins in National Championship events. In that 
time only the following equipment and parts needed replace- 
ment: 4 tires, 8 spark’ plugs, 1 set brake linings, 1 fan belt 


The total 


retail cost for these replacements amounts to only $130.47. 


Wouldn’t you like to go racing next season? Buy a Fiat 


inexpensively! 


ROOSEVELT 
AUTOMOBILE COMPANY, INC. 


Importers And Distributors Fiat-Abarth 
2825 V STREET, NORTHEAST 
WASHINGTON 18, D. C. 
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Open jar! Good! Must brush! Therefore, 
whoosh! Scratch gone! Chip gone! Like new! Fine! 
Remember old car? Which? Nineteen-when? 
Snappy! What engine! Shiny paint! All 
admire! Get scratches, chips! ... Messy! 
Rusty! Sorrow! Touch-up! Any brand! 
Too light! Too dark! Different color! 
Body Man... Mechanic...New fender! 
Expensive! Unfortunate! Very! 


Never again! Now MATCH 
makes touch-up for only SIOO 
imported cars and... 
Fine, finer, finest! Last word! All colors! 
Perfect match! Ruthless testing! Constant 
progress! Onward and upward! 
Likewise waxes and brake fluid! Virtually 
every imported car dealer sells some 
MATCH product today! No wonder! Fine! 
Ask dealer for MATCH! 
THE PHILIP-SANFORD CORPORATION 
Box 68, Brooklyn 12, N.Y. 
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HI-LIFT CAMSHAFT 


with springs and collar-set... 39.02 





PISTONS 


9.3 to 1 complete set........... 48.68 


CLOSE RATIO 
GEARS set... 66.50 


ANTI ROLL BAR 34.47 


All prices F.0.B. San Francisco 
add 4% Sales tax if in California 


British Motor Cars 
1800 Van Ness Avenue 
San Francisco 
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RACING CAR MANUFACTURERS 


DESMODROMIC 


VALVE 


No need to subject your engineers 
to the fruitless and laborious task 
of endless trigometric calcula- 
tions to develop Desmodromic 
Valve Gear. 


The extensive Iskenderian Des- 
modromic Engineering Dept. has 
the experience and personnel to 
handle all requests for Sports Car 
Conversions. Currently supplying 
several European car manu- 
facturers. 


Write ...or wire direct for specific information. 











Giant New CAM CATALOG NOW READY: The most complete 
ever produced. Full section on FOREIGN CARS. Send 25c 


Read VALVE TIMING 
for MAXIMUM OUTPUT 
The book that was ordered by almost every 
Automotive Library, both here and overseas 
Replete with valuable information 


--- only $1.00 


ED ISKENDERIAN 


607 North Inglewood Avenue, 
Dept. SC-12, Inglewood, Calif. 














Sports cars, equipment or accessories! 


Over 147,000 buyers of SPORTS CARS 
ILLUSTRATED are always in the market 
for a good used car or equipment buy. So 
if you have something to sell, let SCI readers 
know about it in our classified columns. 


It costs very little: just 35c a word, including 
name and address. Minimum message: 10 
words. For further information, write: 


Martin Lincoln 
SPORTS CARS ILLUSTRATED 
One Park Avenue New York 16, New York 





NOW GET ALL PLASTIC 
SURFACES REALLY CLEAN 


Does the job age gy and 
quickly on vinyl plastics, Plexi- 
las and Lucite windshields, etc. 
ft's non-crazing, anti-static and 
leaves no polish dust. Won’t 
scratch or soften. the surface. 
Works like magic to dissolve 
away cloudy, opaque film and 
stains. Non-flammable. Write to- 
day for half-pint can—just $2.00 
postpaid. 


MAIL TWO DOLLARS, YOUR NAME, ADDRESS TO: 


CERBINI LABORATORIES, INC. vept.s 2 


68 First Street New Rochelle, N. Y. 


DEALER INQUIRIES INVITED 
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cular peasantry, plus mulepower if neces- 
sary. Rules forbidding drivers to accept 
outside assistance never could have been 
enforced, so they didn’t make any. In the 
rain-sodden Targa Florio of 1919, run 
later in the year than ever before or since 
(late November) , the winner, André Boil- 
lot, spun his Peugeot off seven times, over- 
turning it twice, before finally homing at 
record speed to clinch the first French win 
ever. That was the day Alberto Ascari Sr., 
father of the latterday world champion, 
toppled his Fiat into a ravine between 
Calvaturo and Polizzi on the first lap and 
was posted as lost .until a search party 
traced him by his skid marks after the 
race and winkled him out. 

Targa statistics give Boillot’s 1919 ave- 
rage as 34.19 mph, but it isn’t exactly clear 
which of his two finishes this was calcu- 
lated from. His first finish was slightly 
delayed when, fifteen yards from the line, 
he overbraked on the rising curve at the 
pit area, spun three times, dove off the 
road and demolished a small grandstand. 
Driver and mechanic were thrown out in 
the ruckus and a score of spectators, scent- 
ing a chance for audience participation, 
attempted to manhandle the Peugeot over 
the line without bothering to reimplace 
the crew. In this, though, they were 
thwarted by a spoilsport minority who'd 
read somewhere that such a proceeding 
would be contrary to something or other. 
So Boillot and partner, too far gone in 
combat fatigue to hoist themselves back 
aboard, were lifted in bodily by eager 
fans. Just sufficiently compos in the mentis 
to notice the car was facing the way it had 
come, rather than the way it was supposed 
to be going. Boillot notched reverse and 
backed across the timing strip...only to 
be told this too was unlawful in the eyes 
of authority. It wasn’t, of course, but by 
now the Frenchmen were past arguing. 
Hardly able to see out through the masks 
of mud they’d been accumulating for 268 
fenderless miles, they retraced their wheel- 
tracks to the mouth of the pit area, made 
a shaky U-turn and finally bisected the 
line in conventional front-first order. Then 
Boillot passed out cold. 

He needn’t have hurried, as it tran- 
spired, because the second-up car, an Itala 
driven by Moriondo, took half an hour 
longer than the Peugeot to complete the 
distance. In the absence of anything as 
complex as a chain of timing and observa- 
tion stations, interlinked by ‘phone—for 
which facilities didn’t exist in this be- 
nighted region anyway—a Targa driver 
had no way of knowing how the competi- 
tion was making out; so he could only 
assume the worst and go flat out from start 
to finish. These tactics, particularly in the 
early days when tires were undersectioned 
and insecurely wedded to rims, were apt 
to be tough on rubber. Crews were known 
to carry as many as eight spare covers, 
forming a swaying turret on a platform 
back of the cockpit. At that, there were 


instances of a car finishing on four flats. 
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Road surfaces, varying from fair to atro. 
cious, according to the state of the weather 
and other factors, naturally played their 
part in the tire problem. Hazards under 
this head could be classified as forseeable 
and unforseeable. In the latter class you 
could include the whim that prompted 
some unidentified sportsman to plant a 
row of jagged boulders across the course 
in the Polizzi neighborhood one time, just 
around a blind corner; you could outflank 
them, sure—either by smacking the per- 
pendicular rock face on the left or pop. 
ping over a precipice on the right. 

Sicilian style road repairs were good for 


a hollow laugh too. A cobbling job they , 


did near Campofelice, following a local 
washaway on the eve of the 1930 Targa, 
had consequences that Achille Varzi was 
to remember for many a day. His Alfa 
hit the bogged section at seventy, bot- 
toming all four springs to the buffers and 
breaking the spare wheel mounting. Shift- 
ing in its slot, preparatory to going over- 
board, the wheel chafed a puncture in the 
gas tank. The payoff came on the last lap, 
when. Varzi was in hot and hairy pursuit 
of the leader, Bugatti’s number one, Louis 
Chiron. Taking a hint from fuel starvation 
symptoms (this was the first he’d known 
about the leak) Varzi stopped for an un- 
scheduled fillup at one of Alfa’s pieds-d- 
terre out on the circuit. His riding me- 
chanic snatched a can of gas and tried to 
sluice it in while the car was on the move. 
The overspill splattered the hot end of 
the exhaust pipe and caught fire. Then 
the blaze spread over the tail of the car. 
Obedient to Varzi’s shouted order, the 
mechanic vaulted into the cockpit and 
slammed the filler shut. For two flat-out 
miles, while Varzi flattened his chest 
against the steering wheel in efforts to 
stay out of ignition range, his companion 
pounded the flames with a seat cushion. 
As the last flicker ebbed and died he sub- 
sided in an exhausted heap into the foot- 
well. 

By one of the slimmest margins on rec- 
ord, | minute 48.4 seconds, Achille Varzi 
headed Chiron to win this coming-of-age 
Targa Florio, twenty-first in the series. In 
doing so he broke a monopoly of Bugatti 
victories that had spanned five consecutive 
years, and laid the foundation for a spell 
of Alfa Romeo supremacy that would last 
another six. He Jater made another con- 
tribution to the-Milan firm’s unique rec- 


* ord of Madonie triumphs, copping a sec- 


ond Targa in 1934, the year when every 
single finisher was on Alfa iron. With 
Felice Nazzaro, Guilio Masetti, Meo Con- 
stantini, Albert Divo, Tazio Nuvolari and 
Umberto Maglioli, he shared the honor- 
able distinction of winning twice in the 
Madonie country. Nobody ever won three 
times. 

If I’ve failed to convey the idea that the 
Targa Florio was a male milieu, I've failed 
to convey an idea. It may therefore come 
as a surprise that the story has a heroine, 
Elizabeth Junek, from Prague. Entrusted 
with her husband’s Bugatti, Elizabeth 
crashed and retired the first year she drove 
(1927); then led the entire race at one 
stage the following spring, against the 
pick of the Bug and Alfa professionals. 
She finally placed fifth, after a stone had 
holed her radiator. Not content with driv- 
ing more circuit familiarization laps than 











any other Targa contender before or since, 
Mme. Junek also walked around the 67 
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be known as formule libre. Throughout 
the heyday of the series, from 1919 until 
the middle thirties, there was virtually no 
brake on specificational enterprise, a free- 
dom that stuck constructors with the onus 
) of deciding what sort of cars were best 
suited to a contest that was without coun- 
terpart anywhere in the world. Some of 
them had trouble making up their minds, 
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. witness the richly assorted equipment 

FT chosen by Mercedes in 1922—two modified AMERICAN CARRY- 

' 1914 Grand Prix cars, two supercharged PRODUCTS CO. INC. 
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'S } was tougher on tires. According to one 

" | school of historians, incidentally, the blown 

" 7 Mercs that ran in the 1921 Targa were 

. the first supercharged cars ever seen in TONNEAU 

: European competition. Certainly this event i, 


was the German firm’s first race mit 
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ettes, which started in 1907 and continued BY 
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right.” One of these rangy plants, the 
"© | Verdet, seemed to owe its inspiration to a 
rzi 


kitchen colander, and had a six-valve head 


g | mi ge And now 
In and dual spark plugs. n - 


Coinheritor of a massive fortune—his 
| family were among Sicily’s biggest land- 
sé 
a owners, winegrowers and _ shipbuilders— THE FASTEST 


Vincenzo Florio was well equipped to in- 


- dulge a born yen for sport and adventure. . SPORTS RACING 


In his youth he raced bicycles, then motor- 


a cycles, finally cars, dabbled in ballooning CAR ON EARTH” 


and yachting. His debut in automobile 

















7 speedwork was made in hillclimbs as early 
ith as 1902; from there, a couple of years later, 
# he graduated to circuit racing at Brescia, 
nd competing for his own Coppa Florio on a 
re 60 hp Mercedes and only missing it by a 
he couple of places. In 1903 he’d entered him- 
bec: self for the Paris-Madrid, which was to 

become notorious as the Race to Death; 
he but his elder brother, who was also his 
led guardian, tricked him into missing the 
. lineup by having him marooned pro tem 
ne, is Mediterranean island. For’ consola- The newest ete family of fine production sports cars. Designed for the man who 
red tion, after he’d come of age and was there- appreciates truly fine engineering, performance and handling. 
eth | fore no longer subject to brotherly tute- MANUFACTURED AND DISTRIBUTED BY BOCAR MFG CO 
4 lage, he was invited onto the -Mercedes 3 8 
‘a team for the first French Grand Prix ever Dealers Inquire 1240 Harlon St. 

run around a closed circuit—the 1906 dice Bob Carnes 
~ at Le Mans. He accepted, retaining his BE 7-2217 — BE 7-5661 Denver 14, Colo. 
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Sea from page 67 
wall thickness is no help under these 
circumstances. 

By building the head and block in one 
unit, Taylor eliminates the potentially 
troublesome head gasket, and also any 
need at all for increase in wall thickness 
at the top of the piston’s travel. 

But instead of casting the cylinder head 
in unit with the cylinder block (a prac- 
tice followed by Bugatti, Miller, and Of- 
fenhauser), Taylor welds his unitized 
structure out of many steel stampings. 
Being steel and being stampings, they 
need be only 0.10 inch thick instead of 
three times that, making the heat travel 
only one-third as far. Daimler-Benz has 
done this too, for many years, the M 196 
series engines being only the latest of 
this type. 

With financial and technical assistance 
from T. C. Tyce and use of the Tyce 
Engineering Corporation’s furnace brazing 
equipment, the new engine has been de- 
signed with production in mind. Instead 
of being hand-welded as on the Mercedes- 
Benz, the entire assembly is brazed simul- 
taneously. As the parts are assembled on 
a jig, copper foil is placed at each joint. 
The copper melts in the 2000°F. furnace 
losing its surface tension and flowing all 
over the interior. The result is an inter- 
molecular bond joining the once-separate 
stampings, plus the dividend of internal 
copper plating throughout. Old blocks 
cut apart after much use show no signs 
of corrosion. 

The individual stampings reflect the 
variety of duties performed by a cylinder 
block and head. To keep wall thickness 
uniform after stamping, sharply contoured 
parts go through two stamping stages. 
The first produces only fairly large radii 
while the second one in the coining dies 
provides the final shape with its sharper 
corners. 

The assembly is based on four cast-steel 
cylinder hold-down flanges. They allow 
for expansion during brazing, and have 
a 1/32 inch gap between each other, 
enough to clear but close enough so they 
can share hold-down studs. Into these, 
four 0.063-inch thick cylinder barrels of 
4130 steel are inserted. Stamped combus- 
tion chambers which cover them sprout 
spark plug tubes (threaded at the end) 
and intake and exhaust ports. The latter 
are made jn halves, the rather large join- 
ing flanges remaining. They also include 
provision for inserting valve guides later. 
Over all this is dropped the water jacket, 
a deep U-shaped stamping with four holes 
in its bottom, one per cylinder. Two stif- 
feners run the length of its sides, one 
serving as a water gallery with four towers 
carrying the coolant close to the exhaust 
valve guides and the spark plug sockets. 

Topping off the water jacket is a shal- 
low U-shaped pan which contains, the 
camshafts. Hat-sections across the pan 
stiffen it and provide support for the two 
cams. Endplates for the head /block com- 
plete the water jacket rather neatly, hav- 


. 


ing grooves around their edges which 
accept copper wire before being brazed 
to the jacket sides. 

Not one to be carried away by too 
much of a good thing, Taylor reverts to 
the racing world’s popular cast aluminum 
for his barrel-type crankcase. Here rigid. 
ity is the major concern and metals with 
the highest strength /weight ratio and the 
lowest density (within reason) are pre- 
ferred. A new bell-bottomed case is now 
being made to increase rigidity over that 
of the crankcase shown in the photos. 

All but one of the five main bearings 
fit within two-piece circular carriers whose 
outer diameters are larger than that of 
the crank itself. After they are fastened 
onto the shaft, the latter is inserted into 
the crankcase from the rear. 

The reason the ductile iron crankshaft 
is hollow is a familiar one, it gives the 
tortuously shaped casting reasonably con- 
stant wall thickness. This reduces stresses 
and makes the shaft stronger even though 
there’s less material in it. Another advan- 
tage is vastly increased torsional stiffness 
for the weight. Taylor made some meas- 
urements on a prototype under test and 
found 3 to 4 degrees of angular whip at 
the flywheel. Large bearing diameters also 
help, since the bearing journals tend to 
be the skinniest spots on the crank. The 
T-T has 2.30 inch mains, 1.25 wide. That 
diameter is almost equal to the smallest 
stroke offered, so the bearing overlap is 
indeed generous. 

Though the major components of his 
engine are specially built and therefore 
quite expensive, Taylor has sought ‘to 
pare prices without loss of quality by using 
common domestically manufactured parts 
for many of the smaller items. These in- 
clude piston rings, wrist-pins, rods, tim- 
ing gear, timing chain, distributor, valve 
springs and guides, bearings and other 
parts as well. 

Taylor's standard pistons give a 12 to 
one compression ratio. Fourteen to one 
is available too. Experimental engines 
have been run at 20 to one. In all engines 
there has been very little spark plug 
trouble, testimony to the good cooling. 
In the 12 to one model, which cranks 
over 200 psi of compression, Taylor has 
advanced the spark so far that it slowed 
the engine without pinging. 

Fascinating as it is in specification and 
detail, the engine remains to be proved 
in competition. If it turns out as well as 
its makers claim, the price should make 
Formula One as popular and nearly as 
cheap as Formula Junior. 

The first car installation will be a two- 
liter which is going into Gordon and 
James Boxberger’s Lotus XI “Le Mans” 
but the builders are quick to point out 
that far less esoteric machinery such as 
Austin-Healey’s, MG’s or Triumphs can 
be fitted with one also. They recommend 
the Corvette four-speed gearbox for the 
two larger engines but feel that the orig- 
inal equipment should be- satisfactory for 
the smallest. Turning 6500, they should 
be happy too with standard final drive 
ratios. Twice the horsepower with 300 
pounds or so less weight to move should 
really make an old MG look new. Time 


will tell. 
—sfw 
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Fiat 1200TV 
e Roadster 


from page 64 


natural to use than might appear at a 
glance. Heel-and-toe downshifting is a 
cinch with the well-placed organ-type ac- 
celerator. Response to the throttle is con- 
sistent but not instant, there being some 
vagueness in the control linkage. Depres- 
sing the brake pedal brings strong and 
even action at once, without fade under 
fast touring conditions. 

Gradually developed from Fiat’s long- 
lived 1100, the 1200TV engine delivers 


power that’s adequate but not startling. - 


Its pushrod-operated overhead valves give 
the unit a “fussy” sound and, as standard, 
place limits on the usable rpm—which is 
probably just as well, since the engine revs 
up freely if not with real eagerness. It’s an 
easy starter, both warm and cold, but it 
definitely refuses to run smoothly until 
a decent coolant temperature has been 
reached. As in most modern European 
four-cylinder cars, the engine is very flex- 
ibly mounted to reduce transmission of 


vibration to the chassis which, as here, is 
usually a platform or integral structure 
very susceptible to drumming caused by 
such vibration. The mounting is mod- 
erately successful in this case, tremors 
still creeping through at ‘certain rpm to 
cause the softly-mounted rear view mirror 
to quiver into a_ blur. 

One major drawback of fitting very soft 
engine mounts is that they can allow the 
engine to tilt back and forth very freely 
under the influence of torque reaction— 
when the clutch is engaged, gears shifted, 
reverse gear used, etc. This causes a cer- 
tain lag in the car’s response to the clutch 
and throttle, which is evident in the 
1200TV 

The synchromesh on the top three ratios 
of the four-speed box is strong, allowing 
fairly fast shifts without a trace of clash- 
ing. Spring-loaded to the right of the high 
and narrow shift pattern, the lever is easily 
reached and free of any dashboard protru- 
sions. Top and third gear ratios are nicely 
planned and spaced, but second is a long 
way below third, very close to first. In ef- 
fect the 1200TV has an all-synchro three- 
speed transmission with an auxiliary gear 
to prevent excessive clutch slip when 
starting. 


Good aerodynamics (coupled with razor- 


edge tuning by the expert mechanics at the 
home of this car: Roosevelt Automobile 
Company) pay off in the remarkably low 
fuel consumption during our test of 27.7 
miles per gallon. Most owners would prob- 
ably find their mileage ranging between 
27 and 32 mpg—very good figures for a car 
as sporting in behavior as this one. Its 
performance is nothing spectacular, but it 
does show a surprising inclination to climb 
quickly to easy cruising speeds in the mid- 
dle seventies, which can be maintained 
without apparent strain. On a level stretch 
it will indicate 99-100 mph on the fast 
speedometer, equivalent to 91-92 actual 
mph. 

Other features that make the Roadster 
very habitable for long trips are a flat and 
steady—though sometimes pitching—ride, 
a spacious trunk with a wide, flat floor over 
the concealed spare tire, and a handy map 
light under the dash. Selling for $2812 at 
Baltimore port of entry, its main attrac- 
tions in its price class are stunning looks, 
very good detail work and agile handling— 
aided by that surprising gas mileage. If 
you're thinking of waiting for that twin- 
cam 1500, remember that it will be price- 
tagged at $3730. Most buyers will be per- 
fectly happy with the all-around ability 
of the Roadster named 1200TV. =¢er 
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JAZZ! 


a colorful 16-page history 
for only 15c 





Here’s an authoritative 16-page history of 
jazz that appeared recently in HiFi REVIEW, 
the world’s largest selling high fidelity mag- 
azine. While they last, you can order this 
fascinating reprint for just 15c a copy! 


Written by John S. Wilson, noted jazz critic, 
this exciting look at the world of jazz takes 
you from Storyville in New Orleans to the 
Royal Garden Cafe in Chicago, from New 
York’s Roseland to the West Coast school 


of 


cool music. You'll read how the sound 


of jazz has evolved and of the influence of 
a King Oliver or Bix Beiderbecke on today’s 
musicians. 





Whether you’re a be- 
ginner or a jazz buff 
—or simply interested 
in a phase of Ameri- 
cana — you'll want a 
copy of this 16-page 
reprint on the jazz 
panorama. And it’s 
yours for just 15c— 
with the handy cou- 
pon below! But the 
supply is limited, so 
rush your order today! 
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Ziff-Davis Publishing Company  S°26° 
Box 120 

Church Street Station 

New York 7, New York 

Please send me_____copy(ies) of the 16-page 


reprint on the history of jazz. | enclose 15c 
for each copy. 


name 





address 
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from page 70 


Finally the flag fell again. Richie Gin- 
ther, on the pole by virtue of his blistering 
qualification time of 2:06.97 in the latest 
4.1 Ferrari was away first, with Hill in the 
ex-factory 3-liter hard on his heels. Stir- 
ling Moss in a factory 4.2 Aston-Martin 
was third. All three began to pull rapidly 
away from the rest of the pack in what 
could have been a parade but wasn’t. It 
was, rather, a private race, run more like 
a ten lapper than the 200 mile enduro 
which it was supposed to be. Only once 
was Richie headed when on laps ten. and 
eleven, Hill called on his experience to 
slide in under Ginther on one of the 
turns. Richie then turned on all the 
horses provided by the extra 1100 cc in the 
bigger car and took back his lead on the 
mile-long back stretch. Moss, trying des- 
perately to stay with the two Ferraris in 
the Aston went into a hairy, dust-throw- 
ing slide at turn 8, recovered and went 
on, dropping back only a few yards in the 
process. Slowly, by dint of pushing deep 
into the turns he regained the lost yards 
and started to push Hill, at one point 
almost riding Phil’s rear deck. Hill would 
pull out in the straights and Stirling 
would sneak back again in the twisting 
north section and in the tricky banked 
south turn. But it was a last-ditch effort. 
Oil pressure in the big Aston was drop- 
ping steadily and the heat was rising in 
direct proportion. Spatters of oil seeped 
out from under the hood, going up the 
windshield. The Aston was apparently 
geared for a tighter course and the hor- 
rendously long, slightly downhill back 
straight was too much for the big six to 
take indefinitely. Finally on the 23rd lap 
Moss turned his hottest lap at 2:09, a 
second under his qualifying time. It was 
too much—three laps later the oil pres- 
sure dropped out of sight and Stirling 
was forced to pull in and park it for the 
duration. 

Far out ahead of everybody else, a lap 
ahead of Lloyd Ruby, running third in 
the Micro-Lube 4.5 Maserati, Hill and 
Ginther continued their bumper-to- 
bumper chase. Then suddenly Hill found 
himself all alone. Coming down the front 
stretch nose-to-tail the two cars shot by 
the start-finish line. Richie snapped to 
the right, pulled out, stopped the car and 
clambered out. He too was a victim of a 
zeroed oil pressure guage. 

The Ginther-Hill-Moss battle wasn’t the 
only bit of dramatic business. Back a few 
miles a lean, hawk-nosed American-Eng- 
lishman was playing fox, using his knowl- 
edge of his car, driving with his head, not 
his feet. Four nearly identical Porsche 
RSK’s had started in the race, qualifying 
in a bunch. These were driven by Ken 
Miles, Ricardo Rodriguez, Jack McAfee 
and Sam Weiss, in that order with Miles 
and Rodriguez only one one-hundredth of 
a second apart at 2:12.84 and 2:12.85 re- 
spectively with McAfee and Weiss only a 
second slower. 


Ricardo started going from the start, 
really pushing it. McAfee was next and 
then came Weiss with Miles bringing up 
the rear but never out of sight. Either 
Ricardo was pulling more gear or he for- 
got there was such a thing as a rey 
counter; he stretched his long lead even 
further, at one point threatening Ruby 
in the big Maser. Things stayed this way 
up to the halfway point when Miles, stil] 
playing things cool, moved up and took 
Weiss in one long, smooth pass. Then he 
moved in on McAfee, hustling and harass- 
ing until he got by. This was too much 
for Jack and he shoved his foot down 
hard, regaining his position over Miles 
but only just. Then he began to stretch 
it. It was just that little bit too much; 
some good Stuttgart metal let go and 
Jack was a spectator. At almost the same 
time Ricardo coasted in with the car in 
neutral, his overpushed engine heat- 
frozen solidly. The wily Miles was free 
and clear. It was all quite simple—a case 
of sheer self-discipline. Ken knew to the 
single revolution how much his car would 
take, how much and for how long it was 
safe to go over that limit. He drove strictly 
by the tach, trusting that others would 
make just one mistake. They did. Ricardo 
pushed too long and too soon, McAfee 
pushed too hard and just a shade too 
long and Weiss didn’t push quite enough. 
Such iron self-control is probably more 
fatiguing than sheer flat-out driving—a 
constant, never-ending process of saying 
to one’s self “Don’t goof, don’t goof.” And 
the strain of keeping the foot off the 
throttle lap after lap and then for more 
laps exerting just the right pressure. It 
told on Miles. At the end of the race he 
collapsed across the side of the car, head 
on arms and remained that way for long 
minutes, unable even to gulp at the quart 
of cold milk that car-owner Otto Zipper 
held out for him. 

What did Riverside, 1959 prove? Sev- 
eral things. It proved beyond a shadow 
of a doubt that big-money road racing 
can work if properly handled. It also 
proved that cooperation among all those 
cdncerned is a must. Riverside is, leaving 
the L.A. Times out of it for the moment, 
a joint effort by the California Sports Car 
Club, the SCCA and USAC. The whole 
thing works like a well-oiled machine from 
the actual organization point of view. It 


~also proves that Simon-pure amateurism 


is a lost cause. No one was tainted by the 
scent of money and forget you not that 
this was the largest single purse outside 
of Indianapolis. There was less stupid, 
over-the-head driving than one sees in the 
average lily-white club or regional meet- 
ing. Finally it proved the need on the 
part of all motor racing organization for 
positive public relations. Promotion paid 
off handsomely and, in contradistinction to 
another large promotion at another time 
and place, was tastefully done. The result, 
while not exactly of Indianapolis pro- 
portions, was as large a crowd of inter- 
ested and well-behaved spectators, 80 
thousand, to be exact, as has ever attended 
a road race in the U.S. Riverside was, in 
brief, the biggest, most successful road 
race this country has seen in this decade. 


—ipe 
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FOR SALE 


FERRARIS—New and Used. RRR Motors, Inc., 18009 
§. Harwood, Homewood, Ill. Sycamore 8-9070. 


PORSCHE Carrera Coupe, 1500 GS, 1958. Will sac- 
rifice; Inquire; Douglas Thiem, Elm Grove, Wisc. 


FERRARI 250 Mille Miglia, 3 liters, 240 hp, 254 
kph. Racing body by Viotti, silver gray. Like new. 
Only $2575 fob European port. (Count on about 
$300 ocean freight plus U.S. duty.) Sold with 
notarized expert’s certificate of condition. 21,000 
miles. Send $2 for set of 3 glossy photos plus 
spec sheet (amount deducted from purchase price), 
Sent airmail. Write to: Armstrong, 50 Tranchees, 
Geneva, Switz. (What else are you looking for in 
the way of good European car buys?) 

CUSTOM speed equipment and engines. Illustrated 
catalog 50¢. Ledbetter Enterprises, 1015 17th, 
Texarkana 9, Texas. 


LINCOLN 1930 town car for sale. Good running 
condition, upholstery and interior perfect condition. 
Car has been well cared for. Box 53, Hamilton, Mass. 


1959 CORVETTE ‘‘B”’ Production Champion. ‘‘Purple 
People Eater’’ Pace Ready. Suitable Terms. Nickey’s, 
Irving Park, Chicago 41. 

1958 COMPETITION Lister (Jaguar). Race Ready. 
A Steal. Nickey’s, Irving Park, Chicago 41. 

1939 BMW Classic German Racing Roadster. $90 
month. Nickey’s, Irving Park, Chicago 41. 

AS new Lister-Jaguar, fitted Jaguar works 3.8 Litre 
Unit, Webers, Disc Brakes. Fullest details available. 
£2.200. Moss, 109 London Road, Luton, Bedford- 
shire, England. 

GOVERNMENT Sells:—Surplus Aircrafts; Boats; Jeeps; 
Amphibious Vehicles; Electronics; Accessories; Misc. 
—Send For U. S. Depot Directory & Procedure $1.00 
ee Surplus Sales’, Box 425—SC, Nanuet, 
































CAUTION: Do Not Lower Windows At Speeds In Ex- 
cess of 120 M.P.H. This official appearing engraved 
metal plaque for your dashboard and doors. Applied 
and removed in seconds. $1.00 each. Postpaid air- 
mail. Sports Car Bazaar (SC), 6019-44th N. E., 
Seattle 15, Washington. 


ACCESSORIES 





. 


RADIOS for All Sports, Foreign Cars. Tubes or 
Transistorized superheterodyne models. Guaranteed 
performance and fit. $31.95 postpaid. Specify vol- 
“ Autoradio, Dept. SC, 132 State, Schenectady, 





SPORTSWEAR—Sports and Domestic Car—Tee Shirts— 
Sweat Shirts—Crests made to order. Write for Iil- 
ore sheet. International Crestmark, Plaistow 





RALLYE Dash Plates. 1 by 31/4 inches polished brass, 
engraved $15 doz. Plastic stamped $3.50 doz. In- 
Cludes name of club, date and name of Rallye. Sap- 
penfield’s Trophy Center, 1219 S. Calhoun St., Ft. 
Wayne, Ind. 

AIR Horns for sports and imports. The real thing, 
not imitations. Easily mounted, Dashboard button 
control. Complete $14.95 to $39.50. For pictures 
and prices write: Cole Grand Prix, 20619 Mission 
Bivd., Hayward, Calif. 


WIRE Wheel Service, complete repair on Foreign, 
Antique, other. Special 60 spoke wheels for popular 
sports cars also 3 lobe knock-offs for most (No 
Jag) $28.00 set of 4 postpaid. Precision Wheel 
Service, 181 Bowdoin St. (Rear), Dorchester 22, 
Mass. GE 6-4576. 

PORSCHE, Volkswagen, Ghia owners! No fumes—no 
Soiled luggage—no gas spillage with new Prevent- 
A-Leak attached to gas cap! Only $2.50. Advance 
Engineering, Dept. S, Box 2274, Dallas 21, Texas. 
SAVE $$$ . . . Send 25¢ for my catalog of 500 
Car and motorcycle owners handbooks, factory 
shop manuels and books covering all motoring and 
motorcycling subjects. Vivian Gray, The Motorist’s 
Bookseller, Hurstpierpoint, Sussex, England. 














AUTO Radio Distributor Selling Servicing Becker 
Blaupunkt, FM-AM, other European, American Sets 
Save 30%-+ Square Electronics, 150-60 Northern 
Bivd., Flushing, N. Y. 


DISCOUNT Prices on Accessories during January! 
— Flyer Free. GFA, 25 North Genesee, Waukegan, 
inois. 


CANADIANS—Race, Rally, General Accessories. Write 
for catalog: Auto Sport Imports, Box 2146, Van- 
couver, B.C 


VOLKSWAGEN & Porsche owners. Useful mechanical 
accessories designed especially for these cars. 
Write Lane Engineering Dept.-S, 70 Kings Hw’y. 
North, Darien, Conn. 


FOREIGN Speedometers, clocks, tachometers, tem- 
perature gauges repaired and recalibrated. Minimum 
$5, Maximum $8.50, guaranteed. Send to Mack 
Instrument Service, 13141 Mack Avenue, Detroit 
15, Michigan. 














EQUIPMENT ey 


USED Foreign Car Parts. We are dismantling man 
foreign cars for good guaranteed used parts. All 
models to 1959. Sport cars and family sedans. Write 
for price quotations on parts you need large or 
small. Reliable Auto Wreckers, Riverside, Calif. 


JAGUAR owners, Healey owners: Stainless Steel Flex- 
ible Exhaust Tubing Permanent replacement between 
exhaust pipe and muffler. Complete with heavy-duty 
clamps. Healey $5.50. — $5.95 (modified re- 
quires two) postpaid. Quantity inquiries invited from 
dealers. Wilco, P. 0. Box 1128-S, Rochester 3, N. Y. 


FOREIGN Car Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, 
transmissions, rear-ends, and complete chassis’ our 
specialty. New and Used Accessories. Complete stock 
of generators, starters, distributors, fenders, doors, 
grills, glass, wheels and tires. All parts guaranteed. 
All inquiries promptly answered. Dealer discount 
given. All prices F.0.B. Los Angeles. Grand Prix Auto 
Parts, 12613 Sherman Way, No. Hollywood, Calif. 
TR -7-5479, PO 50360. 


THE Truth about Speed-Power-Mileage Equipment. 
Free Catalog. Write! Almquist Engineering. Milford 
SC2, Pennsylvania. 











SPORTS CAR BODIES 


FIBERGLAS Sportcar Bodies to fit 87” to 108” W.B. 
$250. F.0.B., European Motors, Rossville 3, Pa. 


FIBERGLAS hg Bodies—Easily bolts on a 
Fiat, etc.—$295. Jaguar, Ford, Chev., etc.—$495. 
Free Brochure. Almquist Engineering, Milford SC4, 
Pennsylvania. 


FIBERGLASS Sportscar Bodies $195. Also Sprite 
Hardtops and Competition Bucket Seats. Catalog 
25¢. Carter Engineering, 440 N..Wilder St., St. 
Paul, Minn. 








PLANS & KITS — 


FORMULA Junior Here Now! Assemble your own from 
MG-TD parts. Drawings and instructions $5. Conver- 
sion kits from $395. Formula 11! plans still available, 
$5. Dane Racing Cars, 1296942 Washington Bivd., 
Dept. SC, Los Angeles 66, Calif. 


BUILD Your Own Tachometer, (electric) at tremen- 
dous savings. Complete plans and instructions, $1.00. 





Alanne Engineering, Box 135, Watertown 3, Conn. 





JABRO’S are winning wae all over! Build your own 
from Crosley parts, Mk | or Mk II Blueprints, 
Bodies, Space Frames, Speed Info, Send 25¢ Jabro, 
#1 Sunnymead, St. Louis 24, Mo. 





MISCELLANEOUS 


SPORTS Car Dealers! Someone ‘“‘borrowing’’ your 
ae copy of Sports Cars Illustrated each month? 
ou —_ to be taking advantage of Sports Cars 
illustrated’s convenient re-sale plan. Sell copies in 
your showroom—perform a good service for your 
customers—with no risk involved. For details, write: 
Direct Sales Department, Sports Cars Illustrated, 
One Park Avenue, New York 16, New York. 
SPORTS Car Sketches. For the enthusiast, 8x 10 pen 
and ink drawings. Lotus, Maserati, Testa Rossa, 
Porsche Spyder, 300-SL, Ferrari, D-Jag, XK-140, 
TR-3, Porsche Cpe, VW, MG-TC, TD, TF, & A. Com- 
plete set of 15 prints $6., 12 prints $5, any four 
$2. No COD’s. A. Wood, 8310 H Dr., Richmond, Va. 
SPORTS Car Drawings. Ace, Alfa, Aston Martin, 
Austin Healey, Corvette, 250TR and GT Ferraris, 
300-SL, MGA, Morgan D-Jaguar, Lister, Scarab, 
Porsche RSK, Triumph. 15-$3. 10-$2. 5-$1. No 
C. 0. D.’s. Excellent 842x11 detailed drawings. 
Andy Larabee, 65 Cherry La., Basking Ridge, N. J. 
VINCENT Motorcycles, parts. ‘‘World’s famous clas- 
sic,’’ restoration work. Stamped addressed envelope. 
Eugene A. Aucott, 6204 Wissahickon Ave., Phila. 
44, Penn. 

SMITHS, Jaeger speedometer and tachometers (found 
in all British cars including Nash Metropolitan) 
expertly repaired and recalibrated, $7.00 per in- 
strument. Repaired instrument returned C. 0. D. 
Snyder Speedometer Service, One Smith Road, 
Randolph, Mass. 

LIQUID Cloth New, over 100 times stronger than 
glue. Dries flexible, permanent. Use on convertible 
tops, leather, cloth, everything. Satisfaction guar- 
anteed. Send $1.00 for 2 tubes PP. Delorlyn Com- 
pany, 250 Morgan Street, Jackson, Tennessee. 


SHOPPING GUIDE 


Classified 


A HANDY GUIDE TO PRODUCTS AND SERVICES 
NOT NECESSARILY AUTOMOTIVE, 
BUT OF WIDE GENERAL INTEREST. 

















STAMPS & COINS 


TERRIFIC Stamp Bargain! Israel - Iceland - Vatican 
Assortment—plus exotic triangle set—also fabulous 
British Colonial Accumulation — Plus Large stamp 
book—All four offers free—Send 10¢ to cover post- 
age. Empire Stamp Corp., Dept. 22, Toronto, Canada. 


NEW! REVISED! 1960 Coin Bargain Catalog 25¢ 
“Prices-Paid’”’ List, $1.00! Sullivan, 50-FB East 
Sixth, St. Paul 1, Minnesota. 





U.S. & FOREIGN JOB REPORTS 


FOREIGN Employment Information — $1. Parks, Box 
1665A, Lake City, Seattle 55, Wash. 


SONGS into Dollars! Share $33 million dollars 
yearly for New Songwriters, songpoets. Any sub- 
ject, songs composed, Published, promoted by 
argest firm. Information, appraisal Free. Send 
Nordyke Music Publishers, 6000 Sunset, Hollywood 
283, California. 
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FREE! Blackhawk’s big sale catalog 8mm., 16mm. 
movies, 2”x2” color slides. Biggest selection any- 
where! Projectors, cameras, supplies—big discounts! 
Get free, every three weeks, 12-page newspaper size 
bargain list! Blackhawk Films, Davenport 9, lowa. 


BINOCULARS & TELESCOPES 


GUARANTEED Repairs on Cameras, Binoculars. Syn- 
chronization. Curtains installed. Lenses coated, re- 
paired. Precision Camera Repair Co., 22 East 
Broadway, New York 2, New York. 


OPTICAL —Science—Math Bargains—Request Free 
Giant Catalog ‘‘CJ’’—128 pages—Astronomical Tele- 
scopes, Microscopes, Lenses, Binoculars, Kits, 
Parts. Amazing war surplus bargains. Edmund Sci- 
entific Co., Barrington, New Jersey. 


WHY Not? Deal with specialists in binoculars. Com- 
ew repair service, all makes. Buy, sell, trade 
inoculars and scopes. Tele-Optics, 5514 Lawrence, 
Chicago 30, Illinois. 








MISCELLANEOUS 


“WINEMAKING; Beer, Ale Brewing.” Illustrated. 
$2.00. Eaton Books, Box 1242-V, Santa Rosa, Calif. 
TAPE Recorders, Hi-Fi Components, Sleep Learning 
Equipment, Tapes, Unusual Values. Free Catalog, 
Dressner, 69-02 SC, 174 St., Flushing 65, N. Y. 
RECORDERS, Stereo Tapes, Hi-Fi Components, 
Tremendous Values, Catalog, Efsco, 270-C Concord 
West Hempstead, N. Y. 


ANTIQUE French-Telephones that work. Gas Lamps 
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amateur status, and had a narrow escape 
when his car threw a tire at speed. 

As the creator and patron of the Targa 
Florio, Vincenzo Florio played an indirect 
part in developing the prowess and fur- 
thering the careers of many great drivers. 
But there was one man in particular, 
Felice Nazzaro—the Nuvolari of his day— 
on whom Florio’s influence was by no 
means indirect and likely decisive. Nazzaro 
and Florio met when Felice, a young Fiat 
employe of no great importance, was sent 
to Palermo to deliver a car Florio had or- 
dered. About equal in age but a world 
apart socially and financially, the pair 
shared a burning enthusiasm for motoring 
and immediately became friends. The up- 
shot was that Florio persuaded Nazzaro to 
quit his Fiat berth, stay in Sicily and take 
charge of the expensive and rapidly grow- 
ing Florio collection of automobiles. Naz- 
zaro complied, and gained his first circuit 
racing experience in a series of in camera 
beatups that his new employer staged in 
Favorita Park, Palermo, exclusive to Vin- 
cenzo’s playboy friends, Vincenzo himself, 
and his chauffeur-mechanic, Felice Naz- 
zaro. 

From there, Nazzaro ascended the lad- 
der of fame and fortune hand over hand, 





erupting to precocious stardom at the 
wheel of Fiats provided at first by Florio, 
later under official Fiat sponsorship. He 
won the French Grand Prix twice, the 
Targa twice—once for Fiat, then with a 
car of his own make, the Nazzaro, on the 
Giro di Sicilia course. This ‘round-the- | 
island gambol in 1913, made at a speed 
that broke the record for the 600 mile Giro 
by nearly 7 mph, marked the only occa- 
sion before or since that a new and untried 
make had won Florio’s prize of gold at its 7 
first attempt in competition. 3 

Vincenzo Florio, the man who was a | 
motor race, took three turns in the dual 7 
role of Targa Florio organizer and driver; ~ 
and once, in 1909, he only just spared him- 
self the embarassment of receiving as well — 
as donating his Targa. Perhaps luckily in © 
a way, a fellow called Ciuppa (Spa) nosed © 
in exactly one minute ahead of the padrone ~ 
and his big Fiat. ’ 

After that, with time subtracted for two — 
wars and a spell he spent putting the 
Monza track on its feet, Florio applied 
himself devotedly to the direction and 
welfare of his beloved mountain race. 
When he died, Italy’s veterans of motor- 
sport said the Targa would die with him. 
But the happenings of May 24, 1956, when 
Porsche made a 1-2-3-4 sweep on the mod- 
ern Madonie course, recalling the days of 
the Alfa Romeo steamroller, proved them 
wrong. Vincenzo’s last wish had been that 
his grandson, another Vincenzo, should 
take it from there. He’s doing it. The king, 
alas! is dead. Long live the king. 





& Trolley Cars. (Free Brochures) Box 41, N.Y.C. 72. “ee 

DIGNIFIED Business Cards yet inexpensive—Samples 

Woerndel, 441AN West 24th, Houston, Texas. 
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DKW...DESIGNED TO MAKE 





“IMPOSSIBLE” DRIVING POSSIBLE! 
PULLS YOU OVER MUD, SAND, ICE OR SNOW 


(And it does it on three cylinders and seven basic, moving engine parts) 


PERFECT FOR SUBURBANITES, EXURBANITES, RURAL 
DWELLERS AND CITY SLICKERS: When other cars spin 
their wheels futilely or slide helplessly and you go whistling 
right on by in your DKW it’s because you have what they 
do not: Front Wheel Drive! 


WHAT'S SO GOOD ABOUT FRONT WHEEL DRIVE? 
It pulls you smoothly rather than pushes you along the road. 
Improves traction. Improves handling on all wet surfaces. 
Example: Push a wheelbarrow through mud. When the going 
gets rough, turn it around, grasp the handles and pull. It’s far 
easier because you’re applying front wheel drive. It also elim- 
inates what you don’t need. Since power is applied directly to 
the front wheels, the annoying transmission tunnel is gone. 
Floors are flat and spacious in the DKW. 


POWERED BY THE WORLD'S MOST EFFICIENT AUTO 
ENGINE DESIGN...no camshafts, no valves, no timing gear, 
just three pistons, three connecting rods and a crankshaft. 
What could be simpler? This is DKW’s famous two-stroke 
cycle engine, one of the longest-lasting, most efficient automo- 
bile engines in the world. Each stroke of each piston does twice 
the work of pistons in a conventional four-stroke cycle engine. 


WHAT'S THE BENEFIT TO YOU? Plenty! There are few- 
er parts to adjust or replace. Less to repair and maintain. 
Fewer bills. You’ll get up to 30 mpg. And this unique engine 
requires no oil change, ever. Oil is added to the gas for very 
efficient lubrication by oily vapor. And in bitter cold weather, 


DKW’s and Auto Unions are distributed in the U.S.A. by Mercedes-Benz Sales, Inc. 


no starting problems. There’s no oil to gum up the pistons. The 
DKW will start at 60° below zero in under a minute, unaided. 


HOW DOES IT GO? Fffortlessly! The DKW is positive. 
Steering is precise and taut. Cornering is outstanding. Top 
speed tops 80 mph. (Where can you do it legally?) Braking 
is sure, firm... always confident. Four-speed transmission with 
perfectly selected gear ratios makes driving fun and exception- 
ally safe even in Alpine terrain. 


WILL YOU BE COMFORTABLE? Not only you, but your 
passengers too. Remember, no transmission tunnel .. . flat 
floors. Handsome appointments in distinctive, sophisticated 
taste. Full, functional instrumentation and exceptionally com- 
fortable seats to relax on. And you can relax knowing that 
you're cradled by a frame of box-sectioned steel that has 
tremendous structural strength. 


DO YOU KNOW WHAT DKW MEANS? It means Das 
Kleine Wunder and it’s famous throughout Europe. When you 
drive the DKW, you'll understand why. Let your DKW Dealer 


demonstrate what we mean. You’re in for a delightful experi- 


ence. See him, now! 


DKW cars are manufactured by Auto Union 
in West Germany, which also manufactures 
Auto Union cars. The line ranges from 
two-door coupes to station wagons and 
commercial vehicles. 








THE NEW JAGUAR 3.8 SPORTS SEDAN. OPEN IT UP! The erowl 
of a new Jaguar is heard in the land. The 3.8 Sports Sedan is here. With 
classic surety the 3.8 incorporates the exhilaration of a race-bred sports cat 


within the modern dimensions of a distinguished five-passenger sedan. 


FROM THE SPORTS CAR TRADITION, the new 3.8 derives its 
competition-proved XK engine, developing 225 b.h.p. at 
5,500 rpm with twin overhead camshaft and dual ear- 
buretion. Speeds in excess of 120 mph make this the fastest 
sedan of its class in the world. Yet complete safety is en- 
sured by four-wheel, power-assist Dunlop Dise Brakes, 314 
inches increased rear tread width, and speedometer and 
rpm counter directly under driver’s line of vision. 


FROM THE TOURING CAR TRADITION, the 3.8 inherits spacious 
comfort and full luggage boot, seats quickly adjusted to the 
driver’s convenience and high output heating and defrosting) 
system with separate duct to rear compartment. Elegance} 
reflects from the polished walnut dashboard and British’ 
elove-leather upholstery. Twin flush-fitting occasional tables’ 
that open into the rear compartment add a final touch of 
unexcelled superiority to this ear. 


Visit your Jaguar Dealer or write: 


JAGUAR CARS INC., 32 E 


= 
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7th St., New York 22, N. Y. 








